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Train Accidents in April. 





The following accidents to trains are included in our record 
for the month of April: 


COLLISIONS. 
REAR. 


On the night of the 1st a freight train on the Ohio & Mis- 
sissippi road ran into a preceding freight near Paris, Ind. 
The engine and several cars were damaged and three train- 
men hurt. 

On the evening of the 5th a freight train on the New 
London Northern road ran into the rear of another freight 
which had stopped in Amherst, Mass. An engine and sev- 
eral cars were badly wrecked. 

On the evening of the 9th a wild engine on the Boston & 
— road ran intu the rear of a freight train near Ash- 
land, Mass., wrecking three cars and injuring the conductor. 
The caboose caught fire and was destroyed. 

On the morning of the 12th a freight train on the New 
York, Pennsylvania & Ohio road ran over a misplaced 
switch and into another freight standing on a siding in New 
Portage, O. Both engines and four cars were badly dam- 
aged and the track blocked for three hours. 

On the afternoon of tbe 15th a freight train ov the Rens- 
selaer & Saratoga road ran into a preceding freight which 
had stalled on a grade near Saratoga, N. Y., wrecking two 
cars. 

On the afternoon of the 16th a freight train on the Pitts- 
burgh, Cleveland & Toledo road ran into the rear of a con- 
struction train near Akron, O., wrecking several gravel 
cars. 

On the morning of the 17th a passenger train on the New 
York, Lake Erie & Western road ran into a freight car 
whicb had been left on the main track in Paterson, N. J. 
The freight car was wrecked, the engine and mail car 
damaged. 

On the morning of the 19th a construction train on the 
Buffalo, New York & Philadelphia road ran into a car 
which had been left standing on the main track at Silver 
Creek, N. Y. The engine and several cars were damaged. 

On the afternoon of the 19th a freight train on the Penn- 
sylvania Railroad ran into another freight which was back- 
ing into a siding in Lancaster, Pa. The engine and ten cars 
were wrecked, the engineer and fireman badly hurt. 

On the morning of the 23d a freight train on the Lehigh 
Valley road ran into the rear of a coal train near Bound 
Brook, N. J., and 10 cars were wrecked. 

On the night of the 23d a freight train on the Chicago & 
Alton road ran into the rear of a passenger train which had 
been stopped near Pontiac, Ill, by a slight injury to the en- 
gine. The rear car of the passenger train was wrecked and 
the engines of the freight was somewhat damaged. 


BUTTING. 


On the night of the 5th there was a butting collision be- 
tween two freight trains on the Rome, Watertown and Og- 
densburg road near Pierrepont Manor, N. Y. Both engines 
and six cars were wrecked and a fireman badly hurt. It is 
said that the collision was catsed by an operator going to 
sleep and failing to signal one of the trains, 

On the morning of the 7th there was a butting collision 
between a passenger and a freight train on the Maine Cen- 
tral road near Hallowell, Me. th engines and two freight 
cars were wrecked anda passenger car damaged. Three 
passengers were slightly hurt. 

Very early on the morning of the 12th there wasa butting 
collision between two freight trains on the Baltimore & Ohio 
road at Scott Haven, O. Both engines and several cars 
were wrecked and the road blocked for four hours. 

On the morning of the 12th there was a butting collision 
between two freight trains on the Pittsburgh, Cincinnati & 
St. Louis road in Steubenville, O., by which both engines 
and several cars were wrecked. 

On the morning of the 12th there was a butting collision 
between a freight and acoal train on the Lehigh Valley 
road at Goulds, Pa. Both engines were wrecked and some 
40 cars were damaged, a number of them being thrown 
down a bank into the Lehigh River. The fireman of the 
coal train disappeared entirely, and as the engineer had seen 
him just before the collision throwing coal into the fire, it is 
thought that he was thrown head first into the furnace by 
the force of the collision and roasted to death. 

Early on the morning of the 18tb, there was a butting 
collision between two freight trains on the Pittsburgh, Cin- 
cionati & St. Louis road near Wheeling Juuction, W. Va. 
Both engines and 10 cars were piled up in a bad wreck. The 
fireman was burt so that he died in a few bours anda brake- 
man was badly injured. It is said that the collision was 
caused by the mistake of an operator who signaled one of 
the trains to proceed although he had orders to hold it. 

On the morning of the 22d, there was a butting collision- 
between two passenger trains on the Cincinnati, Washing- 
ton & Baltimore road near Athens, O. Both engines and 
several cars were damaged, the conductor badly hurt and 
seven passengers slightly injured. 

On the morning of the 26th there was a butting collision 
between two freight trains on the Boston, Hoosac Tunnel & 
Western road near Hoosick Junction, N. Y. Both engines 
and 14 cars were damaged and a brakeman badly hurt. 

On the night of the 26th there was a butting ‘collision on 
the Pennsylvania Railroad near Harmarville, Pa. Both en- 
gines were wrecked and several cars damaged. Five train- 
men were burt. 

On the afternoon of the 27th there was a butting collision 
between two passenger trains on the Central Pacific road 
near Port Costa, Cal. Both engines and several cars were 
damaged. The accident is said to have been caused by the 
neglect of the conductor of one of the trains to obey orders 
to stop at the previous station. 

On the morning of the 29th there was a butting collision 
between two freight trains on the Chicago, Burlington & 
Quincy road near Cedar Creek, Neb. Both engines and 
several cars were wrecked and three trainmen hurt. 


CROSSING. 

On the night of the 10th a passenger train on the Lake 
Erie & Western road ran into a Chicago & Atlantic freight 
train at the crossing in Lima, O., wrecking one car. 
About noon on the 12th a Chicago & Grand Trunk freight 
train ran into a Michigan Central freight at the crossing of 
the two roads in Charlotte, Mich. The Grand Trunk engine 
and several Central cars were badly damaged. 


DERAILMENTS., 


BROKEN RAIL, 
On the morning of the 28th a passenger train on the Wa- 


ledo, O. The engine and four cars passed over, but two 
other cars were thrown from the track and hadly damaged. 
BROKEN FROG. 
On-the morning of the 30th the engine and several cars of 
a freight train on the Kansas City, St. Joseph & Council 
Bluffs road were thrown from the track in Harlem, Mo., by 
a broken frog. 
BROKEN BRIDGE. 
On the afternoon of the 26th a wooden bridge over the 
Cass River near East Saginaw, Mich., on the Flint & Pere 
Marquette road, gave way under a freight train. The loco- 
motive crossed safely, but 12 cars went down into the river 
and were completely wrecked. 


SPREADING OF RAILS. 


On the morning of the 2d several cars of a freight train 
on the Chicago, Burlington & Quincy road were thrown 
—_ the track near Lincoln, Neb., by the spreading of the 
rails, 

On the afternoon of the 2d two cars of a passenger train 
on the Northern Pacific road were thrown from the track 
near Hillsdale, ee the spreading of the rails. 

On the night of the 2d the engine and one car of a passen- 
ger train on the New York Central & Hudson River road 
were tbrown from the track near Albion, N. Y., by the 
spreading of the rails. 

About noon on the 4th a construction train on the Kansas 
Jity, Springfield & Memphis road wes thrown from the 
track near Spring City. Ark., by the spreading of the rails. 
Three cars rolled down the bank and were wrecked. Six- 
teen laborers who were in the caboose were all more or less 
burt. The conductor and two brakeman were also injured. 
On the morning of the 5th a passenger train on the Texas 
& Pacific road was thrown from the track near Baird, Tex., 
by the spreading of the rails, and three cars upset down a 
bank, injuring 17 passengers slightly. 

On the morning of the 11th several cars of a freight 
train on the Kansas City, St. Joseph & Council Bluffs road 
were thrown from the track near Rushville, Mo., by the 
spreading of the rails and two trammen were hurt. 

On the morning of the 12th a freight train on the Toledo, 
Cincinnati & St. Louis road was thrown from the track 
near Beaver, O., by the spreading of the rails. A fireman 
was badly hurt. 

On the afternoon of the 12th 4 shifting engine on the 

Michigan Central road was thiown from the track in 
Detroit, Mich., by the spreading of the rails. A brakeman 
was caught between the engine and a car on a siding and 
fatally hurt. 
On the afternoon of the 12th six cars of a freight train 
on the Southern Central road were thrown from the track 
near Auburn, N. Y., by the spreading of the rails. Four of 
the cars were Pgs up ecross the track in a bad wreck, 
blocking it allday. A brakeman was badly hurt and a fire- 
man slightly injured. 

On the morning of the 17th a passenger train on the 
Louisville & Nashville road was thrown from the track near 
Newport, Ky., by the spreading of the rails. The engine 
and mail car left the track and were somewhat damaged. 
The fireman was hurt so that he died next day. 

On the morning of the 17th, a passenger train on the Chi- 
cago, Rock Island & Pacific Road was thrown from the 
track near Joliet, Ill., by the spreading of the rails, and one 
car was thrown over against a freight train on the opposite 
track and badly damaged. It is said that the spreading of 
the rails was caused by their having been laid with insuffi- 
cient allowance for expansion. 

On the night of the 17th, two cars of a passenger train on 
the Chicago & Northwestern road were thrown from the 
track near Redfield, Dak., by the spreading of the rails, and 
two passengers were hurt. 

On the evening of the 25th, several cars of a freight train 
on the Chicago, Rock Island & Pacific road were thrown 
—_ the track near Ordway, Ill., by the spreading of the 
rails, 

BROKEN WHEEL. 

On the night of the 1st the tender and three cars of a 
freight train on the New York, Lake Erie & Western road 
were thrown from the track near Goshen, N. Y., by the 
breaking of a wheel under the tender. 

Early on the morning of the 3d a car of a passenger 
train on the New York Central & Hudson River road was 
thrown from the track near Utica, N. Y., by the breaking 
of a wheel. 

On the afternoon of the 9th several cars of a freight train 
on the Norfolk & Western road were thrown from the 
track, near Battersea, Va., by the breaking of a wheel. 

BROKEN AXLE. 


On the morning of the 12th 16 carsof a freight train 
on the Pennsylvania Railroad were thrown from the track 
near Rohrerstown, Pa., by a broken axle. 

On the night of the 15th several cars of a freight train on 
the fexas & St. Louis road were thrown from the track 
near Pittsburgh, Tex., by a broken axle and four trainmen 
were burt. 

On the evening of the 22d 21 cars of acoal train on the 
Central Railroad, of New Jersey, were thrown from the 
track near Bloomsbury, N. J., by a broken axle. 

On the afternoon of the 23d eight cars of a freight train 
on the Texas & Pacific road were thrown from the track 
near Clear Fork, Tex., by the breaking of an axle. Several 
of the cars went down a high bank and were badly 
wrecked. 

BROKEN TRUCK. 

On the morning of the 9th a freight train on the Chicago, 
St. Paul, Minneapolis & Omaha road was thrown from the 
track near Oakland, Neb., by the breaking of a truck. One 
car was badly wrecked and the road was blocked nearly 12 
hours. It is said that the car was very much overloaded. 


ACCIDENTAL OBSTRUCTION. 


On the night of the 4th a passenger train on the Alabama 
Great Southern road ran into a tree which had blown down 
across the track near Rising Fawn, Ga. The engine and 
two cars were thrown down a bank and badly wrecked. 
The fireman was killed and the engineer badly scalded. 

On the night of the 17th six cars of a freight train on the 
Norfolk & Western road were thrown from the track at 
Atkins, Va., by a brake beam, which had dropped down 
under the wheels. The cars were piled upon each other and 
badly wrecked, and a brakeman was much hurt. 

CATTLE. 


On the night of the 16th a freight train on the Union 
Pacific road struck two mules which had got upon the track 
near Wahoo, Neb., and the engine and eight cars were 
thrown from the track. The fireman was crushed under a 
car and killed, the engineer and a brakeman burt. R 

On the night of the 29th a passenger train on the Balti- 
more & Obio road ran over some cows near Mount Vernon, 
O. The engine was thrown from the track. 

On the morning of the 30th a freight train on the Owens- 
boro & Nashville road ran over a cow near Russellville, Ky. 
The engine was thrown from the track and upset. The en- 
gineer was killed and the fireman badly burt. 


WASH-OUT. 





bash, St. Louis & Pacific ruad struck a broken rail near To- 


Early on the morning of the 15th a freight train on the 


Shanty, Ga. The engine went down, killing the engineer 
and fireman, and 14 cars were piled up in the gap in a very 
bad wreck. 

Early on the morning of the 15th a passenger train on the 
Western & Atlantic road ran into a wash-out near Acworth, 
Ga. The engine went down into the gap and nearly the 
whole train was piled up on top of itin a bad wreck. The 
mail car caught fire and three cars burned up. A brake- 
man was burned to death, The engineer and man were 
killed, three trainmen and nine passengers badly burt. 

On the afternoon of the 15th a freight train on the Louis- 
ville & Nashville road ran into a wash-out near Blount 
Springs, Ala. The engine and several cars were piled up in 
the gap, the conductor was drowned and the engineer and 
fireman hurt. 

Very early on the morning of the 17th a passenger train 
on the Passumpsic road ran into a wash-out at Fairlee 
Mosntain, Vt. The engine was thrown.down a bank and 
badly wrecked and the gage car was thrown over on top 
of it. The engineer and fireman were hurt. 

On the night of the 27th a freight train on the Houston & 
Texas Central road ran into a wash-out near Dallas, Tex., 
the engine and several cars being piled up in a bad wreck. 
The engineer was injured and was rescued with difficulty, 
being nearly drowned. 

On the morning of the 30th a freight train on the Gulf, 
Colorado & Santa Fe road rap into a wash-out near Cald- 
well, Tex. An engine and five cars were wrecked and a 
fireman and a brakeman hurt. 


MISPLACED SWITCH. 


On the te ly the 3d the rear car of a passenger train 
on the Louisville & Nashville roud was thrown from the 
track near Belleville, 1ll., and upset downa bank. The car 
was wrecked, one nger fatally hurt and 26 others less 
severely injured. It is said that the accident was caused by 
a misplaced switch. 
On the morning of the 9th two cars and a switching 
freight engine belonging to the Texas & St. Louis road ran 
off the track in Cairo, [ll., the accident being caused by a 
misplaced switch. 
On tbe morning of the 22d five cars of a freight train on 
the New York & Long Branch road were thrown from the 
track near Asbury Park, N. J., by a misplaced switch. 
On the afternoou of the 22d the engine and six cars of a 
freight train on the New York, Lake Erie & Western road 
were thrown from the track at Hampton, N. Y., by a mis- 
placed switch. The engine upset and the road was blocked 
about five hours. 
On the evening of the 22d a freight trainon the New 
York Central & Hudson River road was thrown from the 
track in Schenectady, N. Y., by a misplaced switch and the 
engine and five cars went into the canal. The wreck caught 
fire and was destroyed. A brakeman was hurt. 
On the morning of the 29th a passenger train on the 
Illinois Central road was thrown from the track in East 
Dubuque, Ia., by a misplaced switch. The engine and four 
cars were damaged. 

MALICIOUS. 
On the night of the 11th a passenger train on the Pitts- 
burgh, Cincinnati & St. Louis road was thrown from the 
track near Beaver, O., where a rail had been removed 
from the track by persons, who probably intended to rob 
the train. The engine went down a bank into the Miami 
River, dragging several cars after it. The engineer was 
killed, the. fireman fatally hurt, and a postal clerk less 
severely injured. The train wreckers escaped, but two of 
them have since been captured and committed for trial. 


UNEXPLAINED. 


On the morning of the 2d the engine of a passenger train 
on the Wilmington, Columbia & Augusta road ran off the 
track just as it reached the bridge over the Cape Fear River, 
near Wilmington, N. C. The locomotive ran upon the 
bridge and upset into the river. 

Oo the morning of the 2d several cars of a freight train 
on the New York, Lake Erie & Western road were thrown 
from the track when near Rutherfurd, N. J., and wrecked. 
An oil tank in the train caught fire, and the wreck was 
burned up. 

On the morning of the 4th a passenger train on the Grand 
Trunk road ran off the track near Wales, Ontario. The engine 
left the track, dragging after it the baggage car and three 
passenger cars. The engine upset, killing the engineer in- 
stantly and injuring the fireman so that he died in a few 
hours. Two trainmen and 11 passengers were injured. 
The car caught fire, and the wreck was burned up. 

On the morning of the 5th several cars of a freight train 
on the Northern Pacific road were thrown from the track 
near Mandan, Dak.. blocking the road several hours. 

On the morning of the 5th the engine and two cars of a 
passenger train on the Illinois Central road ran off the track 
near Duck Hill, Miss, and were damaged, injuring two 
trainmen and three passengers. 

On the night of the 9th several cars of a freight train on 
the St. Paul, Minneapolis & Manitoba road ran off the track 
near Hallock, Minn., ae some damage. 

On the evening of the 11th the engine of a freight train 
on the Chicago, St. Louis & Pittsburgh road ran off the 
track near Marion, Ind., and upset down a bank, dragging 
two carsafter it. 

On the afternoon of the 12th a special passenger train on 
the Chicago Belt road ran off the track in Chicago, Ill., and 
one car rolled over down a bank. 

On the evening of the 14th the engine of a passenger 
train on the Central Railroad of New Jersey ran off the 
track at Roselle, N. J., delaying the train some time. 

On the night of the 16th a freight trainon the Pittsburgh, 
Cincinnati & St. Louis road ran off the track near Han- 
over, O., and the engine went down a bank carrying four 
cars over with it. A tramp who was stealing a ride was 
killed and another one badly burt. 

On the morning of the 17th several cars of a freight train 
on the New York, West. Snore & Buffalo road ran off the 
track near Saugerties, N. Y., blocking both tracks for two 


ours. 

On the night of the 19th several cars of a circus train oa 
the East Tennessee, Virginia & Georgia road were thrown 
from the track near Chattanooga; Tenn., and an elephant 
was badly injured. 

On the morning of the 22d several cars of a freight train 
on the Cincinnati, Indianapolis, St. Louis & Chicago road 
were thrown from the t near Guilford, Ind., blocking 
the road four bours. : 

On the emo ye the 22d the engine of a passenger train 
on the Chesapeake, Ohio & Southwestern road was thrown 
from the track near River View, Ky., and upset. 

On the night of the 22d two cars of a passenger train on 
the Gulf, Colorado & Santa Fe road were thrown from the 
track near Kenney, Tex., and wrecked, injuring 20 passen- 
gers, most of them slightly. ; 

On the night of the 25th a car of a freight train on the 
Detroit, Mackinac & Marquette road ran off the track in 
Marquette, Mich., and upset. The car was partly loaded 
with dynamite which, fortunately, did not wr ~ e. It is 
said that there was enough in the car to have destroyed the 
whole town. 











Western & Atlantic road ran into a wash-out near Big 


On the morning of the 28th the engine and three cars of 


























z | 
om | 
Lame | 
sii 
A | 
oan vx 
| F = 
= |i 1. 
ee | iS 

































toma 





He tke 
1 
- 


—. 4 




































































Cast Steel 



































Is 


CHOUCUCCECOC_ FUP 






































THE RAILROAD GAZETTE. 








| 
| 
| 


RWW 


























DETAILS OF FREIGHT LOCOMOTIVE, GREAT EASTERN RAILWAY, ENGLAND. 





CPP fet soy & 21 § 











; ij m= ¢ 











Wl. 
oh 



































406 











—— 


SE ETTEReac en 





May 30, 1884) 


THE RAILROAD GAZETTE. 


407 








a freight train on the Oxford & Henderson road ran off the 
track near Henderson, N. C., and the engine upset. The en- 
gineer and fireman were both badly scalded. : 

On the afternoon of the 29th several cars of a freight 
train on the Cleveland & Pittsburgh road ran off the track 
near Bridgeport, O., blocking the road for two hours. 

OTHER ACCIDENTS. 
BOILER EXPLOSION, 

On the morning of the 24th the engine of a freight train 
on the Buffalo, New York & Philadelphia road exploded its 
boiler at New Castle, Pa., wrecking the engine. The force 
of the explosion was forward, and the engineer and fireman, 
who were in the cab, escaped. 

MISCELLANEOUS. 

On the night pf the Ist the engine of a freight train on 
the Union Pacific road broke a coupling-rod when near 
Grand Island, Neb., damaging one side considerably. The 
fireman was hurt. 

On the night of the 9th a car loaded with cotton in a 
freight train on the Vicksburg & Meridian road caught fire 
when near Brandon, Miss.. and was destroyed. 

On the morning of the 17th an axle broke under a car of 
a passenger train on the Chicago, Milwaukee & St. Paul 
road when near Portage, Wis. The train was moving very 
slowly and the car did not leave the track. 

SUMMARY. 

This is a total of 88 accidents, in which 19 persons were 
killed and 16S injured. As compared with April, 1883, 
there was a decrease of 18 accidents and of 9 killed, but an 
increase of 54 injured. 

The four months of the current year to the end of April 
show a total of 460 accidents, 123 killed and 670 injured, 
being a monthly average of 115 accidents, 31 killed, 168 
burt. April was below the average except in the number 
injured; it bas, in fact, the lightest record for many months 
past. 








Freight Engine for the Great Eastern Railway 
(England). 


Il. 


We publish engravings of some of the details of the engine 
of which we gave general views last week. Figs. 5,6 and 7 
represent the cross stay carrying the slide bars and guides 
for the valve spindles. It is made of cast-steel, and is se- 
cured to the main plate frame of the engine by means of 
turned rivets. This form of construction has been used on 
the Brigh on line, but is not general in England. It, how- 
ever, makes a very strong and stiff connection, and is possi- 
bly cheaper than the combination of wrought-iron plates 
and angle irons, etc., geuerally used, as it involves less work 
in drilling, planing, riveting, etc. 

Figs. 8, 9 and 10 show the cross-head, and fig. 11 is a plan 
on a smaller scale of the cast-iron shoe, showing the oil 
grooves and position of the bolts securing it to the cross- 
head. The cross-head is of wrought iron, and is machined ou- 
of the solid. The upper rubbing-piece is bolted to the wrought_ 
iron cross-head, liners being interposed to take up wear. The 
oil-box is cast solid with the top shoe. After lubricating 
the top shoe, the oil finds its way down to the bottom shce 
through holes in the single slide bar. .These holes (which are 
not shown in our illustration) have large countersinks top 
and bottom in order to distribute the oil. The small end is 
lubricated from an oil-box attached to the side of the cross- 
head, the arrangement being clearly shown in fig. 9. Shal- 
low strips of white metal let into dovetail grooves preveut 
the wrought iron sides of the cross-head coming into contact 
with the case-hardened slide bars. 

The small end is shown on figs. 12 and 13. It is of a form 
often used, but embodies a modification which enables the 
cross-head to be made of a more compact form, while the 
slide bar is kept near the piston-rod. As hitherto made, the 
screw threaded through the wedge which tightens the 
brasses together passes right through the small end, cutting 
away a good deal of metal in the connecting rod, while the 
depth of the bolt-bead or nut necessitates an extra allowance 
for clearance between the upper surface of the small end and 
the lower surface of the cross-head. In this case the bolt 
has no nut, and is simply provided with a head on the lower 
end, which is prevented from turning by a small locking 
plate which fits into a shallow groove cut across the bottom 
of the smallend. A split pin through the head of the bolt 
prevents the locking plate working off. A small steel pin 
fitting in a groove turned in the plain part of the bolt pre- 
vents the latter falling out should the locking plate be lost 
and the bolt turn round in the wedge. 

The oil-cup on the cross-head lets the oil fill into a shallow 
recess on the upper surface of the smallend. A hole in the 
middle of this recess conducts the oil to the bearing, and a 
small groove round the lower mouth of this oil-hole insures 
the oil dropping directly on the pin and not creeping be- 
hind the back of the brasses. This form of cross-head and 
small end has been used on both inside and outside cylinder 
engines, and was designed by Mr. D. H. Neale some years 
since. 

Figs. 14 and 15 represent a neat form of eccentrics de- 
signed by Mr. W. Stroudley, Locomotive Superintendent of 
the Brighton line, and hitherto applied only to inside-cylin- 
der engines. With a slight modification it could, however, 
be conveniently applied to outside-cylinder engines. The 
large half of one eccentric is cast solid with the small half 
of the adjoining eccentric. Two eccentrics are thus made of 
only two parts, instead of four, as with the ordinary ar- 
rangement. The parts are united by long tap bolts with 
collars and square heads, which are kept from turning by 
white metal run into the holes. The sides of the holes 
are jagged by a hand chisel, and the burr thus formed 
retains the white metal in position. No keys are 
used to prevent the eccentrics turning on the axle, 
and no key-ways or other holes are cut in the axle, nor 
are any set-screws used. The eccentrics are kept in 


position by arms cast on the side of the outer eccentrics 
and resting on the planed surfaces of the crank-throws. It 
occurs to us, and we present the idea gratis and free of all 
claims for patent rights, that these arms would rest equally 
well on a flat planed on the surface of a solid collar forged 
on the axle. When once the two halves of the eccentrics 
were firmly bolted together, and the holes run in with white 
metal, the whole affair would be solid and permanent, and 
nothing but absolute fracture could permit the eccen- 
trics to shift. When it is desired to remove these eccentrics 
in the shop, the white metal is easily melted out with the 
assistance of a red-hot bar. 

Kigs. .8 and 19 show the methods of securing the piston- 
rod to the piston and cross-head respectively. Brass piston- 
rod nutsare often used in England, as being less liable to 
rust, but a wrought-iron nut, put on hot, and further secured 
by a taper pin through nut and screw, makes a better job. 
and is not liable to become loose, and in fact has generally to 
be split when it is desired to remove the piston from the rod. 

Figs. 16 and 17 show the piston-rod gland and the manner 
of securing the single slide bar at the cylinderend. Refer- 
ring to Fig. 5, (which shows the method of securing the other 
end of the slide bar), it will be seen that the liner at one end 
is above, and at the other below, the bar. The bar can con- 
sequently be lowered equally by removing a strip from the 
cylinder end, and placing it at the cross stay end. The bot- 
tom shoe of the crosshead is not lived up, the bar being 
dropped to follow its wear, and the liners for the top shoe 
being filed to make up for the united wear of sboes and bar. 

The oil-cup on Fig. 16 is fitted with a worsted siphon 
which drops oil on asort of riog surrounding the piston rod. 
This ring is about 1 in. in diameter, and is formed of strands 
of worsted tightly twisted. The gland packing is thus con- 
stantly moist and oily, and the ring, or “ mop,” as it is 
termed, arrests the particles of grit and dirt which fall on 
the rod, and prevent them passing into the gland and cut- 
ting the rod. The gland packing itself is impregnated with 
a mixture of oil and plumbago, and runs much longer than 
the ordinary forms of perishable packing. 











The ‘'Screeching Noise” on Curves. 


LANCASTER, Pa., May 24, 1884. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

In your issue of May 23, in an editorial note to an article 
by Mr. H. P. Vincent, you say : ‘‘ The ‘screeching noise’ to 
which Mr. Vincent refers, is something which is heard on all 
new track more or less, but for the most part only on 
curves. It disappears entirely after the first few weeks or 
months’ traffic, depending on the number of trains.” 

In reference to the above I would say that this screeching 
noise was, two years ago, very unpleasantly noticeable 
while riding on the passenger trains running over the 
Ebensburg & Cresson Branch of the Pittsburgh Division 
of the Pennsylvania Railroad. I had, at that time, some 
opportunity of noticing this fact, and intended to investi- 
gate it with a view to amend the trouble. Now this 
branch certainly cannot be classed as a ‘‘new track,” and 
as 1 understand it, the noise is very decidedly not the 
‘ringing sound” you refer to. Four regular trains pass 
over this road daily, except Sunday. J. H. MURPHY. 

[The branch to which Mr. Murphy refers has, we 
believe, very sharp curves, so that, taking the facts as 
he states them, one can only say that the ‘‘ screeching” 
or crunching noise nearly always heard on new track, 
even on the easiest curves, sometimes continues almost 
indefinitely on the sharper curves with—possibly— 
special forms of wheel and rail. We have known this 
noise, however, to be very marked, indeed, on new 
track, and 24° to 30° degree curves (narrow gauge), 
and to disappear entirely after a few weeks’ service. 
The same fact, also, has been repeatedly observed on 
6° and 8° curves of standard gauge; so that the fact 
mentioned by Mr. Murphy cannot, we think, be more 
than some exceptional case. The fact is of interest as 
bearing on admissible curvature, and, as was before 
stated, the abnormally great amount of it on new 
track has probably led many to come to erroneous 
conclusions.—EDITOR RAILROAD GAZETTE. | 











Detentions to Cars, Especially in New England. 


To THE EDITOR OF THE RAILROAD GAZETTE : 

The difficulties which all outside roads have to contend 
with, by reason of the present system of car service in New 
England, is a matter of very serious concern, and one which 
ought to be thoroughly ventilated, and such steps taken 
as will prevent the grievous delays to cars belonging to 
roads not members of the Association rendering New Eng- 
land roads service. 

It is a fact patent to all having business relations with 
these roads, that the delay to cars in New England isa 
matter of alarming concern, and one which causes a great 
Joss of revenue to outside roads; and apart from the loss on 
the capital invested in cars so detained, the Western roads 
are compelled to pay in some cases for hire of cars belong- 
ing to New England and other roads, while their own cars 
are being used locally—diverted, and remaining in yards as 
store-houses, on New England roads, This abuse continues 
notwithstanding the fact that every effort may be made, by 
tracing and calling the attention of both the officials and 
the Clearing House, to have them sent bome with reasonable 
dispatch. ; 








The question, therefore, arises, Why do not the roads so 
injuriously affected take steps to redress this grievance ? 
Such abuse ought not to be tolerated by any outside road 
fora moment. Must we continue to allow our cars to be so 
abused? Do the freight charges and mileage received by 
the roads who send their cars t» New England recoup them 
for the delay of from one to three months? Yet this abuse 
is allowed to go on ! Why should it be submitted to? Why 
should not we say to the New England roads, You must 
either trans-ship our cars before entering New England or 
give us reasonable dispatch, the same as is extended to your 
cars by outside roads. Further, we have no means of ascer- 
taining on what roads our cars run, or whether we are get 
ting correct mileage returns—a most important item—while 
we give them junction reports, showing the movements of 
their cars from one road to the other. 

The whole fault lies in the meagre system they have of 
keeping their records, by the so-called Clearing-House, at 
Boston. 

I can speak from a very intimate personal experience 
of it, and similar car-tracing associations, and I am com- 
pelled t6 express my entire want of confidence in any such 
mode of tracing for cars. 

One of the most serious objections is the fact that it is a 
recognized principle upon all roads, that the owners are the 
proper parties to trace for their cars, hence the owners’ 
tracers only are respected, and very little attention is paid 
to any outsider’s request in such matters. The effete state of 
car service in New England is to be attributed solely to the 
so-called Clearing-House, where the rolling stock, one of the 
largest items of railroad equipment, is left comparatively 
dependent upon one man, whose interest is not identical 
with any one company. This work could and ,hould be 
done by none other than a properly appointed accountant 
of each road, which would, I am confident, result in greatly 
increased efficiency, and largely enhanced earnings of their 
cars, The New England system at present isa false one. 
It is economy at the expense of efficiency, and shows itsown 
inutility. 

One of the greatest difficulties outside roads have to con- 
tend with is the fact that it is almost impossible to get the 
exact location of their cars in a reasonable time on any road 
in New England, in consequence of the incompleteness of the 
Clearing-House Association records, and what meagre 
information is obtained is of very little service, on account 
of its being so very ancient, and, moreover, the fact of the 
Clearing-House lacking the proper authority, which exists 
on other roads—that is, for the car accountant to order cars 
home. 

lt is truly astonishing that on this continent, where some 
$300,000,000 is invested in cars, so little attention has been 
paid to their prompt handling and to their earnings by 
railroad officials. How many of these chief officers know 
what the average earnings of their carsare? How many 
have considered whether the large sum invested in cars is 
yielding an equivalent return—whether it is earning its 
proper rate of interest, or whether they are losing on the 
millions (probably) which they have invested in cars? It is 
simply astounding that so little attention is paid to the 
mileage and earnings of freight cars, notwithstanding the 
fact that it is one of the largest items of equipment and 
maintenance. 

That the system of car service at present in vogue, outside 
of New England, is not what it should be, is solely owing 
to the apathy evinced by most chief officers in regard to 
these matters in not giving cars the attention they deserve. 
If a small quantity of freight or a few passengers are 
diverted, no expense is spared to have a repetition pre_ 
vented, but the earnings of cars are left comparatively 
unnoticed. At present the greater number of car account- 
ants are not given the authority in matters relating to the 
movement of cars-they are entitled to; hence existing 
detentions. Let a competent accountant be placed in charge 
of all car-service matters, and be directly under the super. 
vision of the chief officer. Instruct bim to trace for every 
car detained over 48 hours on his own road. Hold him 
responsible for certain average earnings of his cars each 
month ceteris paribus, and if he is unable to handle his 
department intelligently, procure an accountant who can 
doso. Havea statement each month showing the number 
of days each car is off his own road. Compare this with 
previous months, and I am confident a surprising degree of 
improvement will be shown. One of the great faults lies in 
the detention of cars on the home road. Superintendents 
to a very great degree are desirous of handling their depart- 
ment with as little inconvenience as possible, and are not 
over-anxious as to whose cars they use, provided their 
department is run without complaint. Give the car 
accountant the authority to insist on prompt movements of 
his cars on his own road, and you will have gained an 
astonishing amount of increased efficiency. 

In my own experience, I had great difficulty, some two 
years ago, in inducing my chief officer to believe that the 
great cause of the small earnings of our cars resulted from 
the delays at stations on our own line. I succeeded, how- 
ever, in getting the desired authority to trace every 48 
hours for cars so detained, and to see they were promptly 
handled ; and although we could not collect demurrage, on 
account of the dilatoriness of our competitors in respect to 
the handling of cars, the result was that we had extraordi- 
narily increased service, as compared with previous years, 
and our earnings in one class were 125 per cent. over that 
of the previous year. 

The plea that a Clearing House or any car-tracing associa~ 
tion can regulate these matters, is simply chimerical ; it is 
altogether beyond tbe area of reasonable bounds. Would 
any railroad company delegate the handling of its freight 











THE RAILROAD GAZETTE. 


and passenger traffic to a Clearing House? It is just as} Docs not unity of j arts give strength ? | 


practicable as to allow its cars to be so governed. 

The per diem plan as advocated by some is altogether im- 
practicable on this continent, in consequence of the different 
conflicting interests. 

How could a road which had insufficient storc-houses be 
able to even up the account with a road which had these 
facilities ? It may be argued that they should make them. 
This could not be easily done when the increased outlay 
would not be compensated for by an adequate pecuniary 
return, at small stations for instance. Further, no oppor- 
tunity would be given to some companies to recoup them- 
selves by charging demurrage, owing to the statute regula- 
tions in vogue in the different states, which might in one 
state be collectable and in another not collectable. 

The only safeguard and method, by which the present 
system of car service can be improved, is by appointing a 
competent accountant, who should be held responsible that 
his cars earn a fair and reasonable mileage, and until chief 
officers pay that attention to the importance of prompt 
handling of their cars, the present state of affairs will not be 
remedied. Car ACCOUNTANT. 

May 15, 1884. 








The “Sham Tests” of the Gibbon Joint. 


ALBANY, May 24, 1884. 
To THE EprTror oF THE RAILROAD GAZETTE : 

With your permission I will analyze your article on 
‘Sham Tests” in your issue of May 2, feeling certain that 
you have not fully understood the modus operandi of the 
tests. 

You are, I think, in error on more points than one, and 
inconsistent throughout the article. 

Fourth Paragraph.—‘* While expressing no opinion on 

tte device itself (the Gibbon joint), we do say that the tests, 


by which its merits are defended, are, mechanically speak- 
ing, mere shams.” 


The Gibbon joints were placed in the track in the latter 
part of August and early in September last. The tests were 
made by A. V. Abbott, Engineer in Charge of Messrs. Fair_ 
banks, on. Nov. 20 last, or nearly three months after they 
had been practically tested in the track. Therefore they 
could not have been tested to defend the merits, but rather 
to corroborate the practical results—to lay before railroad 
officials the actual pounds pressure and deflection the joint 
could bear as a tie or suspended joint, which they know 
could not be ascertained in the track. 


Fifth Paragraph.—‘' Whatever other merits the joint may 
have, it is absolutely destitute of vertical stability. * * * 
Neither joint nor chair has any tendency to prevent deflec- 
tion. * There isa binding action ef the chair against the 
base of the rail which adds somewhat to its strength. 

‘In respect to continuity of the rail and preventing low 
joiuts, the Gibbon joint, or the old chair, js mechanically 
equivalent to no joint at all. 


The above quotations from the ‘Sham Tests” article I 
leave your readers to form their opinions of, but I believe 
they would puzzle a Philadelphia lawyer, for almost in the 
same breath you exclaim: ‘While expressing no opinion;” 
“it is absolutely destitute of vertical stability;”’ “neither 
joint nor chair has any tendency to prevent deflection.” 


‘*To correct this supposed defect of the old chair, the fish- 
plate was introduced, which does in some measure make a 
continuous beam * * * offering some resistance to deflection 
at every point as if there were a continuous solid rail.” 


If the writer of the above has ever walked the track, be 
cannot have failed to observe that he could count the joints 
as far as he could see on account of the permanent deflec- 
tion, caused by weakness of the fish-plate system, and how he 
can advocate a joint-fastener which requires four holes to be 
drilled through the neck of the rails for bolts, and four slots 
punched into the flanges for spikes, is more than I can un- 
derstand, when he ackuowledges (see page 377, May 16, 
““Pencuyd Tests”) that * * * “as simple an injury as 
the marking of a scratch awl is found to be a matter of very 
serious consideration” * * * on account “‘ of treacherous 
action of material under impacts and bending stress.” 


Paragraph 6.—“The usual manner of making tests, * * * 
two pieces of rail are united into continuous beams by the 
joints to be tested, placed upon supports até a given distance 
from each other, aud loaded at the centre, the deflection 
being carefully noted.” 


The above is precisely the manner the Gibbon boltless 
rai] joints were tested, with the exception that in three cases 
the ends were fixed, similar to the first of the Pencoyd 
tests, see page 377, May 16, which are described as ‘‘ very 
complete.” 

The Gibbon joint (23 Ibs. weight), Test No. 449 (ends not 
fixed), with a span of 28 in., sustained a load of 42,700 Ibs 
and slightly cracked, because the rails (18 in. long) could nct 
be kept in position on account of their shortness. 

‘Fig. 9shows to scale the condition under which the 
test was made, the rails having ‘failed’ by a rupture at the 
point C, with a deflection of 2.800 in. at the same time, as 


the joint failed by tearing the bottom of rail from 
web. ~ a 
‘*To make it clear to untechnical readers, suppose a man 
should insert a stick into a crevice of a rock to break it off, 
and insist that his grip was stronger than the rock itself, be- 
— the stick broke close to the rock instead of close to his 
and. 


I would ask in answer to this metaphor: 

What broke the stick, the rock, or the pressure that was 
brought to bear on the stick ? Or, in other words, was not 
the Gibbon joint the rock, the rails the stick, and the testing 
machine the engine and cars which gave the pressure to 
break the stick. Surely, therefore, the Gibbon joint was 
stronger than the rails, for the Gibbon joint resisted the 
pressure of the testing machine, while the rails succumbed 
to superior strength. I conclude by »sking: 





_* Mr. Gibbon forgets to quote the clause, ‘‘ But after the joiat has 
deflected” which recedes this statement that * there is a binding 
action,” etc., in the article which he criticises.—Ep1ror. 





Does a mason lay a block of stone over a jointin a wall | 
to givea wall strength ? 

Does a bridge-builder rivet a plate covering the joints of 
the girders on top and bottom to make them strong and 
continuous ? If so, by examining the Gibbon joint you 
will find the 14 parts constituting the fish and angle-plate 
joint, are in the Gibbon joint all in one piece (unity is 
strength), with the head of rail included. 

The ends of the rails are therefore bonded on the top, en- 
cased on the sides and supported by the bridge-plate under- 
neath, thereby givinz vertical stability and making the 
rails continuous. 

The rails, although locked together by the fastener, are 
yet independent of each other, allowing the rails to move in 
the space for contraction and expansion (a very important 
feature in preventing broken rails, which the fish-plates in- 
vite, on account of the leverage given by them, the tie act- 
ing as a fulcrum). 

The girder, or downward flange of the Gibbon joint, 
through which the plate passes, is boxed into the tie to act 
as a brace, absolutely preventing spreading of track, and 
when spiked down materially assists in preventing creeping 
of track (unless the tie and rails move uniformly to- 
gether), also preventing lamination on ends, for the rail 
ends cannot work up, neither can they go below the plate, 
which rests squarely on the tie to which it is spiked. 

The joint has demonstrated these facts: The track cannot 
spread nor creep; the joints are level with the rest of the 
track and free from laminations, 

Is the removal of any one of these curses to track any 
benefit to railroads and the public ? 

Tuos. H. Gipson, C. E. 

[Comment on the above is probably superfluous to 
all who read the article on ‘‘Sham Tests” and know 
anything about such matters; but it is perhaps well 
to call to mind that that article was a criticism of the 
‘* sham tests’ of the Gibbon joint and not of the joint; 
and to say (1), in reference to test 449, that it brought 
the two rails into such a V-shaped position with the 
joint at the bottom that the method was abandoned as 
impracticable and it constituted no real part of the 
tests; and (2) that in the ‘‘metaphor” referred to the 
Gibbon joint was not the ‘‘rock,” but the continuous 
rail back of it, as would seem sufficiently evident.— 
EDITOR RAILROAD GAZETTE. | 





The Burrell Signal Lantern. 








As is sufficiently clear from the engravings, the object of 
this device is to combine two lanterns in one; saving the 
trouble of carrying two when it is known that two are re- 
quired, and saving the danger of having only one when it is 






Changing the Signal. 


BURRELL SIGNAL LANTERN. 





LAMP AND HANDLE. 


not known that two will be required. An incidental ad- 
vantage is that the lamp stands higher, so as to be more 
easily seen over rails, ties and other slight obstructions. 

The globes are made of any two colors desired, usually red 
and white, or red and green. The process of revolving the 
globes so as to change from one color to the other is very 
simple. One has only to grasp any part of the top globe 
and give it a slight pull when the globes revolve of them_ 
selves and are stopped by notches in the side of the base en- 
gaging with the handle, which will be seen from its form to 
be well suited to act as a spring catch. The lamp itself re- 
mains stationary during the process, and is not, as a matter 
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of fact, hkely to be extinguished in the process, as one might 
apprehend from the form of the lantern. There is a diffi- 
culty sometimes felt, however; if the globes be frequently 
revolved they may become smoked. 

The more common method of accomplishing the same end 
bas been to have a sliding colored tube inside the lantern, 
raised and lowered by suitable mechanism. It is claimed 
that this revolving device has a certain advantage over most 
of these devices, in the simplicity of the motion required to 
make the change. No time need be lost in the excitement 
of an emergency, and with fingers perhaps benumbed with 
cold, in hunting for the proper button to make the change 
with, but it is made in a moment with a single motion of the 
hand. It is conceivable that circumstances might arise 
when this would prove a great advantage. 

The lantern is manufactured by the Metzler Railway 
Signal Lantern Co., of Philadelphia. 








The Spring Meeting of the American Society of Me- 

chanical Engineers at Pittsburgh. 
The Mechanical Engineers were not present in as great 
numbers as might be desired at the last meeting, May 20 to 
23, the total attendance at the joint meeting with the Engi- 
neers’ Society of Western Pennsylvania having been only 
some 200 in all. The papers presented, also, being mostly 
of a mathematical kind, were read with many skippings, so 
as not to tire the listeners. As a consequence, the discussion 
was not very lively, but a!l had a hearty good time, merry 
and social, in spite of the fact that only five or six ladies were 
along. It was said that the ladies would not come to Pitts- 
burgh on account of the dirt. The weather was rainy on the 
first morning, but brightened up during the dey, and re- 
mained fair and sunny during thefollowing days. The pro- 
gramme of the proceedings and excursions as laid out by tbe 
local committee of the society, consisting of Messrs. Jones, 
Metcalf, Reese, Tabor and Witherow, was adhered to with- 
out change. 

On Tuesday evening ithe first day) at 8 p.m. the joint 
meeting referred to was held in the parlors of the Young 
Men’s Christian Association. Mr. William Miller, President 
of the Engineers’ Society of Western Pennsylvania, opened 
the session with an address of welcome to the visitors, 
whose President, Mr. John A. Sweet, responded. 

Several months before the Engineers’ Society of Western 
Pennsylvania had appointed a committee to investigate the 
subject of natural gas, which bas been largely introduced 
into Pittsburgh manufacturing establishments as fuel, and 
the use of which seemed to have raised many apprehensions 
in the public mind. The committee soon found that an ex- 
haustive investigation would require not only more time 
than any of its members could possibly give to it without 
great sacrifice, but also the carrying out of necessary ex- 
periments and combustion trials at great expense, for which 
no provision was or could be made. Therefore tke report of 
the committee, read by Mr. Hunt, though long, was more in 
the nature of a collection of scattered facts and observa- 
tions at the wells and places of consumption than a complete 
report ; but it was still very valuable and suggestive. 

An experiment was made to ascertain the relative value 
of gas and coal, with the result that 83.4 per cent. of the 
theoretical heat-units of the gas can be utilized against only 
60.9 per cent. of the theoretical heat-units of coal. Still the 
low price of coal in Pittsburgh makes the use of gas at 50 
cents per 1,000 cubic feet a more costly fuel than coal. 

A chemical analysis of natural gas from different wells 
showed it to differ much in composition. ‘he inadequacy 
of the laws to regulate the consumption and inspection of 
natural gas was referred to and the appointment of a state in- 
spector was recommended, to supervise the waste from wells 
and the laying of natural gasconduits. A discussion followed 
partaken in mostly by local members, who stated their ex- 
periences, their theories of the origin of the gas, and their 
doubts, especially on the duration of supply, which would 
prevent the introduction ona large scale of economic and 
costly gas-combustion furnaces. Tothe visiting engineers 
the subject seemed highly interesting and new, and many 
questions were asked. 

A morning session on Wednesday was held at the rcoms 
of the Western Iron Association. After the Treasurer’s re- 
port was presented and otber routine business gone through 
with, Mr. John A. Cloud, of Altoona, Pa., read a paper on 
‘“‘ Steel Springs,” indicating that round sections are preferable 
to rectangular sections for steel spring bars. 

The next subject, introduced by Mr. W. Barnett LeVan, 
of Philadelphia, Pa., was the speed of passenger trains be- 
tween New York and Chicago via the Pennsylvania and the 
Pittsburgh, Ft. Wayne & Chicago Railroads, a distance 
of 907.91 miles. He submitted facts to prove that it could 
be reduced to 17 hours, by making arrangements to run faster 
through towns and cities, where the street crossings could 
be protected by additional safety gates, and by reducing the 
time for switching off of locomotives and for the rearrange- 
ment of cars at points of connection with other lines. e 
maintained that greater speed and endurance could be ob- 
tained from locomotive boilers and engines with a more per- 
fect cut-off arrangement than with the ordinary link-motion. 

Mr. William Kent, of New York, was next in presenting 
a paper on *‘ Rules for Conducting Boiler Tests.” It went 
into the matter minutely and exhaustively, recommending 
a uniform standard of testing and kee ping of test records, so 
as to form a reliable basis for comparisons and scientific 
deductions. : 

Mr. Chas. E. Emery, Ph. D., presented a paper on “ Esti- 
mates for Steam-Users,” which vas based on experimental 
data made for the New York Steam Company. It described 
the method of calculation and measuring the steam for con- 
sumers, and provcked a spirited discussion. 

Prof. W. A. Rogers, of Cambridge, Mass., read a paper 
on ‘A Practical Solution of the Perfect Screw Problem.” It 
advocated and described mechanical arrangements for screw- 
cutting of such perfection that the error in a screw of 
precision may be reduced much below the present standard 
of perfection, and should not exceed 575; of aninch. The 
paper was highly matbematical, but was freely discussed. 

On Thursday, May 22, the members left on a train from 
the West Pennsylvania station in oe, City and 
visited the works of the Spang Steel & Iron Co. (where 
natural gas is used), the Isabella Furnace, the Natrona Soda 
Works and the piate-glass manufacturing establishment in 
Tarentum. The return trip to Pittsburgh was made on the 
Allegheny Valley Railroad; a stop was made at Brilliant 
station to view the monster pumping engines of the city 
water works, which for the first time were all four pumping 
a‘ the same time. Another stop was made to visit the snops 
of the Keystone Bridge Co. and the crucible steel works of 
Miller, Metcalf & Parkin. In the evening a banquet wes 
held at the Monongahela House, a social feature of much 
importance at all such meetings, and here as elsewhere good 
fellowship, cheer and mirth were promoted by after-dinner 
speeches and other agents familiar to the attendants at such 
banquets. On Friday, May 23, an excursion was made by 








May 30, 1884] 





steamer up the Movongahela River. The first stop was made 
at Jones & Laughlin’s American Iron Works. on the south 
bank of the river, and another at Braddock’s, to view the 
Edgar Thomson Steel Works. The time growing short, 
the steamer did not proceed to McKeesport, as intended, 
but returned, stopping only once to allow of an inspection 
of the Duquesne Forge for heavy shafts and other forgings, 
at Rankiu station. During the trip a session was beld on 
the boat, at which Mr. G. H. Barrows, of Boston, read a 
paper on ‘“‘ A Comparison of Three Types of Modern Indi- 
cators.” The three indicators compared were the ‘‘ Tabor,” 
“Crosby” and ‘*Thompson” indicators. The paper was 
accompanied by many diagrams and drawings, and can 
hardly be summarized. After passing the usnal resolutions 
of thanks to all who had had a share in their entertainment, 
the spring meeting was adjourned. The next meeting will 
take place in New York next November. 








Helical Springs. 





Mr. John W. Cloud, Engineer of Tests of the Pennsyl- 
vania Railroad, presented a paper at the Pittsburgh meet- 
ing of the American Society of Mechanica) Engineers, of 
which the following is an abstract, developing some inter- 
esting facts : 

Twenty samples of spring steel, 10 tempered and 10 un- 
tempered, each 5 ft. long and of varying diameters, from %% 
to 1,5, in., as below, were selected for test with the results 
shown in the table below, which we have slightly modified 
and re arranged to make the reasons for the deductions 
trom the tests more easily visible. 

Tensile Tests of Spring Steel at Watertown Arsenal. 





Elastic limit. Tensile strength. 





DyaM. OF Bar. 





























’ | | 
Tempered. Untem. |Tempered.) Untem. 
cumneaid ————— | | | 
BAR. ss nosis 140,000 | 78,000 | 226,980 | 130,000 
mt cnoboasestees 140,000 | 77,000 | £32,790 | 152,090 
OF cnet oxetins 12,000 | 70,000 | 197,830 | 131,830 
. 125,000 | 73,000 | 160,000 | 146,330 
0.0L... ... ......| 120,000 | 90,000 | 167,110 | 143,000 
Me cexseswiaswets 120,000 82,000 | 189.375 | 134,750 
PAD. ..5 Sean gases 120,000 | 63,000 | 159,600 | 108,500 
W apatway esas 125,000 | 66,000 | 164,200 94,500 
VBS ccscrcssinion ais | 120,000 | 67,000 | 122,600 | 117,750 
wo -.| 115,000 | 64,000 | 141,000* | 104,850 
— wa | oat val * 
Elongation, per; Contraction, | 
cent. percent. | Mod. elast. 
Diam oF Bar : 
Temp. 'Untem. Temp. Untem, Temp. 'Untem. 
| | 
0.74... 240 | 8.20 | 10.50|15.60| 325| 376 
os coaleas | 3.30 | 640 | 7.90 | 1050| 31.3) 33.0 
0.87 | 1.40 | 650 | 550| 550! 31.7] 32.0 
hye aoa 0.55 | 5.60 | 5.55 | 7.70| 31.6 | 31.0 
| 
BAB on. icnicrkiacs 0.60 | 6.80 | 3.80 | 11.40} 31.3 | 30.7 
D sshaeesaded 1.30 | 3.00 | 380/ 5.70} 319] 31.3 
| 
EERE 0.45 | 130 | 320! 320/| 305! 31.9 
AS A come eeeienae 055 | 0.55 | 320] 1.50/ 32.5] 30.7 
Eee eee 0.25 | 290 | 0+ | 360!) 328) 326 
Be Sy eee 01 240 | 0+ | 360| 31.4! 30.8 
' 











* Test discontinued—bar not fractured. 
in millions of pounds, 





Modulus of elasticity 


Mr. Cloud develops the following formule for springs of 
circular and rectangular sections, letting V = the volume of 
steel in cubic inches, P = 1 oad on spring,f = the compression 
of spring under load P, G = modulus of elasticity for tor- 
sion, and S = maximum stress in normal section under the 
load P, or the stress at the distance from the axis of the bar 
to the most remote fibre : 





2GxPxf 
No. 1 (for circular bars) V = —— - — 
2 
83GxPxf 


No. 2 (for rectangular bars) V = —— 








General deductions to be drawn from these formule are : 

1. The volume, and therefore weight of either rectangular 
or round steel depends entirely on the work done by the 
spriog or (load x compression under the load) and is_ inde- 
pendent of any arbitrary dimensions chosen, such as diame- 
ter or length of bar or helix. If one of these be arbitrarily 
fixed, the others must be proportioned to it aceording to 
formula 1. 

2. Springs baving square or rectangular sections require 
50 per cent. more material to do the same work than round 
sections, irrespective of the ratio of width to thickness, if 
the maximum strain on extreme fibres is to be the same. 

3. The amount of steel required to do a given work is in- 
versely as the square of the maximum stress allowed and 
directly as the modulus of elasticity. Therefore, a steel of 
~—_ —_— limit and low modulus of elasticity is to be pre- 

erred. 

The table indicates that small sizes are most economical 
in weight of steel required because the elastic limit is higher, 
but this necessitates smaller coils and a more elaborate 
case. 

The table shows that the modulus of elasticity is not ma- 
terially altered by the process of oil tempering, which war- 
rants the conclusion that a spring of given design cannot 
have its rate of compression altered by the process. It is 

»ssible, however, taat the rate of compression may be 

argely mterfered with, and the maximum stress that the 
steel may be called on to sustain may be seriously altered by 
improper workmauship in coiling, so as to make the angle 
of pitch variable when it should be constant. This is a de- 
parture from the design, and if care is not taken in this re- 
spect as in every other, the spring will not act under load 
as the formule indicate. 

{n the discussion Mr. William Metcalf, of Metcalf, Paul 
& Co., Pittsburgh, who has had many years’ experience in 
the manufacture of springs, — the fact that, ow- 
ing to the tendency of every rail official to insist upon 
the delivery of springs of his own design, there was an endless 
variety of forms, and manufacturers are forced to abandon 
all independent efforts, and go by the principle that the best 
spring is the one which the customer wants. Mr. Metcalf 
highly complimented Mr. Cloud and the Pennsylvania 
Railroad Co., and agreed with him that the strain 1s 
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The following table is an exact copy (believed to be free 
the detail dimensions under this system of all bolts and nuts 


The Sellers Standard System of Screw Threads, Nuts and Bolt Heads. 





from error) of the Pennsylvania Railroad circular giving 
from ¥4 in, up to 6 in: 








Standard Bolts and Nuts. 











































































































































































































Screw THREADS. Nots. Bout Heaps. 
Diam, | Threads} Diameter | Area | Width] Short | Short | Long | Long | Thick- | Thick-} Short | Short | Long | Long | Thick- | Thick- 
* of per ° Diam. | Diam, | Diam. | Diam. | ness ness | Diam, | Diam, | Diam. | Diam. | ness ness 
Screw. | inch, Flat. | Rough.} Finish. | Rough. | Rough, | Rough, | Finish, ] Rough. | Finish, | Rough. | Rough. | Rough, | Finish. 
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The dimensions given for diameter at root of threads are also th 
bolts and studs 34 in. diameter and above, screwed into boilers, ha 
tap drill should be 9-64 in. less than nominal diameter of bolts. 

‘rhe table is based upon the following general formule for certai 
Short diameter rough nut or head = 1% diameter of bolt + \. 

- sae finished nut or head = 1% diameter of bolt + 1-16. 
Thickness rough nut = diameter of bolt. 








ose for diameter of hole in nuts and diameter of tap drills. All 
ve 12 threads per inch, sharp thread, a taper of 1-16 in. per 1 inch; 


n dimensions : 





Thickness finished nut = diameter of bolt — 1-16. 
= rough head = \ short diameter. 
se ished ter of bolt — 1-16. 








mainly torsional, but he insisted that springs are subject to 
flexure and to strain as a beam loaded at one end. Irregu- 
yond of motion in springs was illustrated by the following 

ata 


1% x % square spring, 54-in. _ coiled on edge, spring 6-in. 
u 


Load per 1-16-in. compression. 
167 lbs - 


Under first 
“i next.......- ee wccccscrcccocoocnsees 
Same bar, coiled flat, spring 


84-in. high. 


Peer errr 7) 











Transportation in Congress. 


In the Senate on the 26th : 

Mr. Plumb (Kansas), from the Committee on Public Lands. 
reported favorably the bill to forfeit the unearned land 
grants of the Atlantic & Pacific Railroad, and restore the 
same to settlement. 

Mr. Garland (Arkansas), from the Committee on the 
Judiciary, reported favorably Mr. Slater’s resolution, offered 
some days since, modified so as to request the President “to 
communicate to the Senate any information possessed by 
him or by the Executive Departments concerning the ap- 
pointment of Commissioners since July 4, 1877, in respect 
of examining sections of the Northern Pacific Railroad, and 
the acceptance of such sections, with the dates of accept- 
ance, and whether patents for lands have been issued to said 
company in respect of any part of the road completed, since 
July 4, 1877, and, if so, to what extent, and whether any 
public lands are now reserved from sale or other disposal by 
reason of the building of said road or any part of it.” The 
resolution was placed on the calendar. 

Mr. ona ¢ ichigan) called up the resolution heretofore 
offered by Mr, Van Wyck directing the Secretary of the In- 
terior ‘‘to withhold the granting of any patent to, or recog- 
nizing any claim made by the Northern Pacific Railroad on 
account of the Puyallup Brauch until this Congress should 
take action on the question of the forfeiture of lands granted 
to that road.” The question was on a motion of Mr. Conger 
to refer the resolution to the Committee on the Judiciary, 
with instructions to the Committee to state its opinion as to 
whether it was competent for the Senate to direct or request 
an executive officer to suspend the execution of alaw, Mr. 
Van Wyck modified his resolution so that it may direct: the 
Secretary of the Interior to give the Senate information as 
to the condition of the nt, and requesting him meanwhile 
to withhold patents. Pending discussion the morning hour 
expired and the resolution went over until next day. 

n the House on 28th: 
Mr. Cobb (Indiana), from the Committee on Public Lands, 





reported a bill to forfeit the unearned lands granted to the 
Atlantic & Pacific Railroad Co. Placed on the calendar. 








TECHNICAL. 


Rapid Transit in Philadelphia. 


At the last meeting of the Engineers’ Club of Philadelphia, 
Prof. L. M. Haupt read a paper on Rapid Transit in that 
city, of which the following is a summary : 

The paper presents a contrast between the needs and 
methods of transit in New York and Philadelphia. 

Ip comparing the topography of the two cities, a silhouette 

of Manhattan Island was laid on a map of Philadelphia 
(same scale), showing that the island, from the Battery to 
150th street (914 miles), only extended from League Island 
to Erie avenue. From this it was inferred that, if there was 
need for elevated roads in New York, there was greater 
need for them in Philadelphia “as the necessity is propor- 
tional to the extent of surface of a city and the distance of 
its residents from the business centres.” The former com- 
mercial supremacy of Philadelphia was considered, with the 
reasons for the rapid decline in the ratio of increase of popu- 
lation which has diminished from 79 per cent. in the decade 
18 to 25 per cent. for 1870-80, whilst Camden’s popu- 
lation has increased from 51 } cent. in 1850-60 to 108 per 
cent. in 1870-80, In short, Philadelphia is overflowing be- 
cause her time limits of travel are too restricted. Assuming 
the time limit at 30 minutes each way, or one hour per day, 
at the usual velocities of travel, the limits of the: 

‘* Pedestrian City” were found to be a square with diagon- 
als of 4 miles and area 8 square miles. 

‘* Horse car or Cable City” were found to be a square with 
diagonals of 6 miles and area 18 square miles. 

‘Elevated R. R. City” were found to be a square with 
diagonals of 12 miles and area of 72 square miles. 

“Underground City” were found to be a square with 
diagonals of 20 miles and area 200 square miles. 

The total area of Philadelphia is 129 square miles, and of 
the built up portion 1344, or 1044 per cent. Deducting 
from the square representing the “‘ street car city,” the 
salient intercepted by the Delaware River, it leaves just 
the same area,or 1314 square miles, showing the city to 
have reached the limit of street car travel. The areas 
benefited vary as the squares of the velocity of travel; hence 
elevated roads would worth to the city four times as 
much as surface lines, and underground roads about 11 
times asmuch. Sivce 1850 Philadelphia has lost in popula- 
tion one-half a million people equivalent to a revenue on the 
real estate which they would have occupied and improved 
of about $2,000,000 per annum. The two broad zones of 
the overcrowded portion of the city were also outlined, and 
the extent of the benefits to be conferred by only two lines 
of elevated roads were clearly shown by diagrams to extend 
to the entire city. Elevated roads occupy an intermediate 
position in cost of construction, rate of travel and general 
utility between surface and unde nd structures, and 
there can be no doubt that the time has fully arrived when 
this city, for her own sake, requires them and should 
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heartily co-operate with any parties so proposing to improve | 
and extend her resources. The following were some of the 
conclusions arrived at : 

1. fhe city bas reached and already surpassed the 
ordinary limits of street car travel. , rie: 

2. The ratio of increase of population is rapidly declining 
chiefly from Jack of more rapid and cheaper means of transit. 

3. The present steam roads in the city cannot supply the 
demand as they are surface line trains and must move 
slowly and cannot be run at close intervals ; fares are too 
high and stations too distant. . 

4. Camden, N. J., is rapidly gaining population at the 
expense of Philadelphia. 

5. The annual loss to the city in revenue from the cause 
will reach millions of dollars. 

6. Unless relief is afforded the city will be corralled by 
time limits, and the density of the population must increase 
rapier at the expense of health and morality. 

. Two lines of elevated railroads at right angles to each 
other, and properly located, would benefit an area equal to 
double that of the built up portion of the city. 

8. The fears of opponents of elevated roads of losses to the 
city or the individual, from the withdrawal of patronage or 
depreciation of property, are shown by experience in New 
York to be groundless. 

9. If Philadelphia desires to retain even the present low 
rate of increase in population, and high rate of salubrity, 
she must promptly respond favorably to the request of her 
citizens to be permitted to build elevated roads. 

10. The limits of the city are not such as to warrant any 
corporation in building an underground road were it recom- 
mended or allowed, with any fair prospect of returns, for 
many years. 

New Pullman Sleeping Cars. 
The Central Pacific Railroad Co. is remodeling the Crys- 
tal Palace sleeping cars, and making out of them Pullman 
drawing-room sleeping cars. Thirty-two are now in the 
shops, and when turned out they will be models of comfort 
and elegance. The exterior, with their Pullman color, a 
dark plum, striped and finished with gold, and decorated 
and ornamented in the highest degree of the painter’s art, 
is sometbing superior to anything in that liue ever seen on 
this coast. The interior is finished with en elegance not to 
be surpassed in any drawing-room, while all the conven- 
iences and comforts of a first-class hotel are conveniently at 
hand. The panel work, frescoing, painting, upholstering, 
ete., is simply superb. The cars are not pumbered, but 
named. Among those almost completed were noticed the 
“ Palisade,” ‘ Reno,” ** Tucson,” ‘ Yuma,” ‘* Cocopah,” 
“Tulare,” “Nevada,” “Sonoma,” ‘ Alameda,” ‘ Solano,” 
““Los Angeles,” “San Pablo” and ‘ Elko.—Sacramento 
Record-Union, 
Air Brakes on Freight Cars. 

For some time past the Chicago, Burlington & Quincy folks 
have been experimenting with air brakes on a train of 
freight cars intended to run asa fast freight line between 
Chicago and Denver. It leaves Chicago this evening on the 
first trip, and the train will consist of 22 box cars, three 
stock, one way car and two coaches—the private cars of 
General Manager Potter and General Superintendent Stone. 
Norman Paradise, of this city, the traveling engineer, will 
accompany the train, and they expect to make the run of 
1,000 miles or more nearly on passenger time. At the shops 
here Mr. H. Holt is building another train of 25 cars fitted 
up inasimilar manner and for the same service-—Aurora, 
(ll.) Beacon, May 22. 

Later advices state that the run to Denver was made suc- 
cessfully, the brakes working very well. 


A Handsome Local Passenger Station. 


The new union passenger station at Palmer, built by the 
Boston & Albany and New London Northern Rzilroad 

companies, is now about ready for use. It is the handsom- 
est depot on either of the lines, and for a station of the 
size of Palmer will, it is understood, excel any depot in 
the country. It is built on a triangle caused by the cross- 
ing of the Boston & Albany and the New London Northern 
railroads, and is 130 ft. long by 78 ft. at the south and 22 
atthe north end. The building is of plain antique design 
and constructed of Monson granite, trimmed with Long- 
meadow brown stone and surrounded by covered platforms 
20 ft. wide, and on one side alone 522 ft. long. On the 
building and platform sheds slate roofing is used, and many 
large wiudows break the roof outlines. The interior 
is ceiled and trimmed with beveled and _ beaded 
red oak, and the arches and 6-ft. wainscoting are of 

pressed and molded brick. A geveral waiting-room, 36 by 
48 ft., occupies the centre of the building, and is separated 
by a two-pillar arch from a 36 by 24 ft. refreshment-room 
on the north, and on the west by a one-pillar arch from a 
26 by 18 ft. smaller waiting-room. The ladies’ toilet-room 
is next, west of the general waiting-room, and is nicely 
fitted up. On the south corners are the smoking-room, with 
closets, and the New London road baggage-room, and 
between the two, but separated from each by double 
entrances to the waiting room, is the ticket office for both 
roads. The north end is given up to two comfortable 
offices for the agents and road-masters of the New London 
and the Boston & Albany roads, and between these offices 
and the refreshment-room is located a large and con_ 
venient kitchen and pantry. The second story contains 

only one room, for the use of conductors of both roads, and 
the south side of this room is composed almost entirely of 
glass and commands a view of trains approaching from that 
direction on both railroads. The windows all through the 
building are narrow, with two square transoms over each, 
and light is plentifully furnished both from the sides and 
roof. The telegraph office, in the gentlemen’s waiting-room, 
is conveniently arranged and is an ornament to the room. 
Steam heat will be used in all parts of the building. The 
Boston & Albany baggage-room and the express office are 
in a separate stone building 20 by 30 ft. in size, and situated 
35 ft south of the main station. The new depot will be 
occupied as soon as the park now being arranged south of it 
is sufficiently advanced to allow the construction of 
approaches through it.—Boston Zruveller. 


~ ANNUAL REPORTS, | 
The following is an index to the annual reports of railroad 


companies which have been reviewed in previous numbers 
of the current volume of the Railroad Gazette : 








Atchison, Top. & Santa Fe. .64, 319 Missouri, Kansas & Texas.....337 









Camden & Atlantic. ..... 195 Missouri Pacific............. 336 
Carolina Central....... .393 New Haven & Northampton 7 
entral Pacific........ ...+« . B37 N.Y, Chicago & St. Louis,....375 
harlotte, Col. & Augusta...... 232 N. Y., Lake Erie & Western....231 
1 Ob . Y., N. Haven & Hartford.... 27 
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Cc n . Y., Ontario & Western...... 106 
Chi.,Burlington & Quincy. .259, 318 N. Y., Pennsylvania & Ohio....139 
Chi., Milwaukee & St. Paul..87, 241 N.Y , Susquehanna & West....147 
Chi., St. Louis & Pittsburgh ..293 Norfolk & Western.............. 26u 
Chi, St. Paul, Minin. & Omanha..375 Northern Central....... .. ... 165 
Cin., New Orleans & Tex. Pa..164 Pennsylvania & New York.....14) 
Cc Pe Pennsylvania Railroad......... 181 
Cc Perkiomen...........-.. es 


TEPSDUPR.....-.----- 06 


iladelphia & Reading. 
Philadelphi Wile Balt, 
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Consolidation Coal Co..........261 Pittsburgh, McK & Yough...... 63 


Cumberland Valley........... . 259 Portland & Ogdensburg......... 87 
Dela. & Hud. Caual Co....140, 258 Portland & Ruchester.......... 107 


Delaware, Lacka. & Western. .)6 
Denver & : io Grande...... .. 
Eastern R. Association.... 
Eliz., Lexington & Big Sandy.. 
DO ca vekccedecésdccccunss 
Grand Trunk 


5 Providence & Worcester.. ..... 
Richmond & Danville.... ...... 23 
Rochester & Pittsburgh........ 241 
St. L., Iron Mountain & So....837 
7 St. L &Sen Francisco.......... 

8 St. Louis, Vandalia & T. H ‘ 
St. Paul & Duluth... 
=“ Sandy River.......... és 
Houston & Texas atral. Savannah, Florida & V 
Huntingdon & Broad Top Seaboard & Roanoke..... 
lllinois Central Shenango & Allegheny 
International & Gt. Northern.357 South Carolina 
Kentucky Central............+ 279 Texas & Pacific........... 
ell ORES 87 Troy & Greenfield. . ...... 
Lake Shore & Mich. Southern..358 Union Pacific.......... ‘ 
Lehigh Coal and Navigation Co.147 Utica & Black River 
Lehigh Valley 47,139 Wabash, St. L. & Pacific.... 









Housatonic 





Marquette. Houghton & Ont...893 Western Maryland.......... “sé 

Mexican Central........... ... DT cca dusincrda hicteie 87 
Michigan Central........ ......859 West Va. Central & Pittsburgh. 46 
Milwaukee, Lake Sh. & West..279 Wilmington, Col. & Augusta.... 8 
Mississippi & Tennessee........ 8 Wilmington & Weldon.......... 9 


Pittsburgh, Cincinnati & St. Louis. 


For the year 1883 this company worked the following lines, 
the change from the previous year being noted below: 


Miles. 





P., C. & St. L., Main Line, Pittsburgh to Columbus......... 192.8 
RAEN <. icic. Ga de.o Seas iseuks caeccnes kebeaena’ cas 8.1 

! OE EN EPR Ba nie: cscs ones cicnpce.'s ensdioensanamales 200.9 
Chartiers R. R........ SSMAt Gee ebaeked Kcshiseeeeee Bebbtne 22.8 
Pittsburgh, Wheeling & Kentucky... ................008 «- 240 
Cincinnati & Muskingum Valley ... ....... .2. ss seeeeeee 148.4 
RE PEM EE fe, wanda cosh avsseinaknsekine, web scen sees 195.9 
sadhana dc nate ad eRR ASE eOaR wee Baek sa eokneRes 592.0 


The road owned is the main line from Pittsburgh to New- 
ark, O., 159.8 miles, the Cadiz Branch, and one-half interest 
in the 33 miles from Newark to Columbus, the other half 
being held by the Baltimore & Ohio as lessee of the Central 
Obio. 

These lines are the southern group or system of the Penn- 
sylvania lines: west of Pittsburgh. 

The company also owns one-half share in the St. Louis, 
Vandalia & Terre Haute road, from Terre Haute to East St. 
Louis; this road is leased and worked by the Terre Haute & 
Indianapolis Co., the joint owners. 

The Columbus, Chicago & Indiana Central, 580.5 miles, 
formerly leased by this company, has been transferred by 
foreclosure toa new company, the Chicago, St. Louis & 
Pittsburgh, and is now operated separately. It bas, how- 
ever, the same officers as this company, and is, like it, en- 
tirely controlled by tbe Pennsylvania Railroad Co. and 
worked in its interest. The report of the Chicago, St. Louis 
& Pittsburgh Co. for 1883 has already been published. 

The equipment in use on these lines is as follows: 


P..C. & Cin & M. Little 

St. L. VS. Miami. 

TOOCTROEVES... vccesccccses coese 120 e il 45 
I I cane cuieeke 8% 59 9 41 
Baggage, mail and express...... 28 4 15 
aa eee 4,489 357 701 
DOPUIOD COPE. bes ccecsccescsccscie 4 1 4 


The Chartiers and the Pittsburgh, Wheeling & Kextucky 
have no separate equipment. On the Pittsburgh, Cincinnati 
& St. Louis 6 locomotives were condemned and 22, which 
bad previously been leased to the Chicazo, St. Louis & Pitts- 
burgh, were sold to that company; to replace these 17 new 
engines were bought. There were 3 passenger and 204 
freight cars added, and payments were completed on 1,000 
car-trust box cars. 

The general account is as follows, condensed : 
UII oi ced GN caries cen idinsickswceteubes $2,508,000.00 

“ firat-preferred ....... cecce secie-oes . 200.60 

second-preferred.... 3,000,000.00 


po ee iets: deeent ens Suet oean $8,437,200.00 
I GS cc oS re rstncdd bi ce~ knees Hounees-“<eeraerny 12,617,000.00 
pe SO eee er ee 1,160,848.74 
Current liabilities, accounts, balances, etc........ - .1,692,961.72 











I. cate tia eluate vw octane tet s3 $23,908,010.46 
Road and equipment ................ $20,605,107.06 
Securities owned ........ ...seoveees 1,085,967.05 
PETE SIS cc tress ssactcee cue nae 538.976 42 
Betterments to leased roads......... 20,¢ 
Current assets, cash, etc.... .......- 1,425.2 





Profit and loss, debit balance........ 








9 
— 23,908,010.46 


The total amount of stock and bonds is unchanged. The 
stock includes $867,600 common and $2,950 first-preferred 
of the old Steubenville & Indiana Co., stiJl unconverted. 
The bouded debt includes $134,000 Columbus & Newark 
Division; $120,000 Holliday’s Cove; $8,000,000 Steuben- 
ville & Indiana first-mortgage; $6,863.000 consolidated 
first-mortgage ($2,866,000 coupon and $3,997,000 registered) 
and $2,500,000 consolidated second-mortgage bonds. The 
Steubenville & Indiana bonds, maturing at the close of the 
year, were extended for 30 years at 5 per cent. 

The deferred liabilities are chiefly for supplies received 
with leased lines. The deferred assets include $474,337 
for supplies on hand, the balance being accounts with leased 
lines. 

The cost of property was increased during the vear bv 
$147,089 paid for construction of Gould tunnel and $462,055 
for payments on car-trust cars. 

The earnings of the Pittsburgh, Cincinnati & St. Louis 
proper, 200.9 miles, were as follows: 

















1883. 1882. Iac. or Dec. P.c 
Debs. cac5 ceesecee $3,243,667 $2,927,998 I. $315,669 10.8 
yO eee 1,052,014 994,220 I. 57,794 5.8 
Sree 104.142 100,241 I. 3,901 3.9 
BR ncas Nansmecsies 170.899 174,176 D. 3.277 1.9 
PUR CUO. csvdcccnecee 52,019 18,288 I. 34.73L 190.0 
EE eee $4,623,741 $4,214,923 I $408,818 9.7 
TEZPONGOB..... 0.205 500: 00 3,087,466 2,831,000 I. 256,466 9.1 
Net earnings........ $1 $1,383,923 1. $152,252 11.0 
Gross earn. per mile.. 20,980 T. 2,035 9.7 
Net 7 - a 6.889 I. 758 11.0 
Per cent. of exps...... 67.17 D. 0.40 


During the year the second track was extended 2.05 
miles, making 23.75 miles in use; 3.67 miles new 
siding were built. 
tons steel rails and 127,965 new ties; in new tracks, 
230 tons steel rails and 11,286 new ties. Several 
bridges were renewed in stone or iron, and the approach to 
the new Bulger tunnel was graded. Much grading has been 
done for second track on the Columbus & Newark Divisions, 
of which one-half the cost is paid by this company. 

The expenses last year were as follows : 


Amount. Perct.of P.c. of 
total. grossearn. 
Conducting transportation... $975,684 31.60 21.1 
Motive power............... . 999,659 32.38 21.62 
Maintenance of way........... 571.232 18.50 12.35 
Maintenance of Cars....... .. 425,738 13.78 9.51 
General expenses. - ....... « 115,153 3.73 2.49 
NE 6p tacasadenaacecee $3,087,466 100.00 66.77 


The iucrease was in motive power and maintenance of 








- 


Pittsburgh & Castle Shannon.. 
Pittsburgh & Lake Erie....,.... 47 














cars, the other items showing decreases. Taxes are included 
in general expenses. 
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There were used in renewals 1,363}. 





[May 30, 1884 





The result of the year was as follows: 








ee RO So ccc cus vespencdcoudesaoens $1,536 275.15 

Interest and hire of equipment....................... 8,784 09 

Ns Sites che ese tceu dle idaicnieeipGa cabo 1,545,059.24 
Tuberest OM DOMES... ciscccciccascscescas $714,490.00 
” er - 151,801.83 
Rent, Monongahela extension............ 50.000.00 
Settlement of passenger accounts........ 10,418.24 


Interest on Little Miami assets, credited 
that company 79,444 00 
—— 1,006,154.07 
Profit on P., C. & St. L. proper. .............. $538,905.17 
Loss on Little Miami lease.............. $405,779.63 
Advances to Cin. & Mus Valley.......... 104,483.84 
One-half loss on St. L., Vandalia & T.H. 82.533.62 














592,747,C9 


Loss on all lines for the year............ ....... $53,841 .92 


This loss compares with a profit of $7,407.88 in 1882 


making a total difference of #61,249.80. 
The profit and loss account is as tollows: 


Debit balance, Dec. 31, 1882 ...... 0. 22. cccccccceces $282.463.70 
Loss on all lines for 1883...... Peepbine naka eibtebinidliash 53,841.92 


Suspense account, claims, etc............-.cceeeeeeees 43,558.98 
C., C. & I. C. accounts charged off.... .... .......... 256,286.33 
PE IEE ciisibn eiih 0 4G 5 Roa nec these mae ERED ON $636,149.93 
Old accounts, taxes refunded, ete........ 8,708.2 
One-half cos. of car-trust cars, transferred 
toequipment account................+.. 355,027.50 








403,735.74 
Debit balance, Dec. 31, 1883...............0.ee00e- "$232,414.19 
The Chartiers and the Pittsburgh, Wheeling & Kentucky 
Companies receive the net earnings of their respective lines 
asrental. The result of the operations of the leased lines 
are given below: 
CHARTIERS. 
On this line, 22.8 miles, the result was as follows: 


33. 1882. Inc. or Dec. P.c. 
ee $150,403 $120,023 I. $30,380 23.3 





Earoings........... 
DP acedsweckasouna s . 89,924 83,204 I. 6,720 8.1 
Net earnings.............. $60,479 $36,819 I. $23,660 64: 


Hire of equipment 8,029 7,265 I. 764 10.5 








$29.554 J. $22, 
5,264 I. 1.483 25.3 
I 10c8 64.3 


Balance. paid as rental... $52,450 
Gross earnings per mile..... 6,597 
Net earnings per mile....... 
Per cent of expenses........ aka 

This road showsa very large gain in traffic. chiefly in 
coal, while the increase in expenses was very moderate. 

PITTSBURGH, WHEELING & KENTUCKY. 
For the 24 miles of this road the results were as follows: 








1883. 1882. Inc. or Dec. P.c, 
WINGO 565650066 icc $194,511 $111,157 I. $13,354 12.0 
TROON ia iicsion ves. ovine ca Oteeen 77,769 9,754 12.5 
Net GOPMINGS ..0.0. occcecess. $36,988 I. $3,600 10.8 
Hire of equipment........... 957 I 660 7.1 
Balance, paid as rental.... $27,031 $24.091 I. $2,940 12.2 
Gross earnings per mile..... 5,188 4,632 1. 556 120 
Net earnings per mile .. ... 1,541 1,391 I 150 10.8 
Per cent of expenses... 71.10 69.96 1 1.14 


This road shows a large increase, both in passenger and 
freight business. The Benwood Extension, 4 miles, was 
completed near the clcse of the year, and is expected to 
bring a further increase of business to the road. 

CINCINNATI & MUSKINGUM VALLEY. 


For this road, 148.4 miles, the following statement is 
made : 








1883. 1882. Inc. or Dec. P.c. 

Earnings.... .... $384,05L $386,740 D. $2,689 0.7 
OO 383,485 299,876 lL * &3,609° 27.9 
Net earnings.... .. $566 $86.864 D. $86,298 99.3 
Interest paid..... .. 105,000 105,000 See ark. wRee 
a. er $104,434 $18,126 J. $86,298 479.0 
Gross earn. per mile. 2,588 2,606 D. 18 0.7 
Ne ” si ‘ 4 588 vb. 581 99.3 
Per cent. of exps.... 99.85 77.54 Ay Rawk , 200% 


The deficit is an advance, for which the lessee has a first 
claim on future earnings until it is paid. On thisroad there 
was an increase in general freights, but a loss in coal, due 
to the depressed state of the iron business and the conse- 
quent lighter demand for coal and coke, 


LITTLE MIAMI. 
On this road, 195.9 miles, the earnings were as follows : 




















1883. 1882. Inc. or Dec. P.c. 
Earnings..... .... $1,647,913 $1,674 .358 D. $26,345 1.6 
Expenses......... 1.470,371 1,462,800 i 67,571 48 
Net earnings... $271,558 D. $94.016 34.6 
Interest, etc...... 184.230 D. 40,687 221 
Total .......... $321,085 $455,788 D. $134,703 29.6 
eee 726,65 721,803 5,062 U.7 
Loss to lessee... $405,780 $266,015 I. $139,765 52.5 
Gross earn. per 
estat hess. ‘ 8,412 8,547 D. 135 1.6 
Net earn. per mile. 906 1,386 D. 480 34.6 
Per cent. of exps . 89.53 8.78 z, 5.75 eee 


There was a loss in through passenger travel, but again in 
local. There was a gain in local freight, but a large loss in 
tonnage, owing to the transfer of the New York, Pennsyl- 
vania & Ohio business to another line. Expenses were in- 
creased by heavy renewals; 1,955 tons of steel rails and 
107,622 new ties were used. Tne main line from Columbus 
to Cincinnati is now all of steel. 

ST. LOUIS, VANDALIA & TERRE HAUTE. 

This road, in which this company owns one-half share, is 
not worked directly, but is leased to the Terre Haute & 
Indianapolis Co. The resulc from its 158.4 miles was as 








follows : 

1883. 1882. Inc. or Dec. P.c. 
RE ia sain gio 8 0400s $1,695,335 $1,641,254 1. $44,081 3.3 
EXpenses.... ...2- soe 1,351,862 1,122,930 I. 228,872 20.4 
Net earnings $343,533 $518,324 D.$174,791. 33.7 
hel HR aR Ra 508,600 492,376 J. 


16,224 3.3 


...L. $165,167 Pp. $25,948 








Loss or profit ... 


Gross earn. per mile. . 10,703 10.361 L $342 | 3.3 
Net “ “ me 2) 169 3,272 D. 1,13 33.7 
Per cent. of exps..... 79.74 68.42 I. 11.32 


The rental is 30 per cent. of gross earnings. Of the loss 
one-half is borne by the Pitisburgb, Cincinnati & St. Louis 
Co. On this road trains ran 1,557,559 miles, passepger cars 
2,844,429 miles and freight cars 16,364,624 miles. The trains 
carried 316,274 passengers 18,542,553 miles and 1,193,- 
414 tons of freight 112,473,463 miles. The average receipt 
per passenger-mile was 2.450 cent gross and 0.260 cent net; 
per ton-mile 0.966 cent gross anu 0.131 cent net, against 
0.906 cent gross and 0.247 cent net in 1882, 

BETTERMENTS. 


The amounts paid for betterments of leased lines during 
the year, the amounts received from them on this account 
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and the amounts due lessee at the close of the year were as 





follows: 
Due 

Expended. Received. Dec. 31. 
Pitts., Wheeling & Ky... . ........ 15 359 $15,379 $5,484 
Rh eres a chs ea 1,000 4,300 
CARD TIE ins indd: dc sbbowamiala) | REE 1 iSa deen 2,015 
ye ES ee eae en es 8,516 
DORE, nck cnavnn, ctercnorsendins - $17,374 $16,379 $20,320 


Expenditures for betterments on the line owned were 
$147,089 for construction work on Gould tunnel, now —_ 
finished, and $467,055 for new equipment, $609,144 in all. 

TRAIN MOVEMENT. 

The train and car movement on the lines worked was as 
follows: 

Train miles. Pass. car miles. Ft. car m. 


jak -  & Aiea i 3,780,417 5,784,948 48,437,368 
WE 355s Caos wen’ axane 482,807 5,169,901 45,139,419 
Serra re 102,207 226,219 929 
NSE 78,253 206,897 240.273 
Pitts., Wheeling & Ky..... 115,69 214,811 510,868 
EE ceRGe 1c vannnae wa: oe 110.017 191.397 472,096 
Cin. & Mus. Valley.. ...... 454,080 584.818 2,528,895 
____, SR a 4 1,452 588,230 2,613,081 
eo ee 1,757,317 = 3,097,357 + ~—- 11,567,696 
Peo ak Vabancpsasccesnane 1,790,992 3,086,393 12,298,867 


There was an increased movement on all the lines except 
the Little Miami, where there was a decrease in freight 
train and car mileage, and the Cincinnati & Muskingum 
Valley, where there was a decrease in car mileagé with an 
increased train mileage. ' 

Some averages and deductions are given below,: 






Earn. ae train 
—Cars per train... —Train Joad.. —mile, cts.— 

Pass. —— Pass. Tons Gross. . Net 
P.C. & St. L....6 16 22. 43.04 196.49 148.25 49.26 
1882 ... -6.36 22.39 48.48 206.09 149.02 4893 
Chartiers. 4.22 7.97 42.67 58.31 171.42 68.93 
1882... -4.70 11.00 47.32 79.21 81. 55.83 
Pitts.. W. & Ky .3.39 22.18 33 76 155.98 144.19 42.83 
[re .307 23.03 32.22 149.59 134.10 40.28 
Cin. & Mus. Vy .2.85 15.21 13.29 $5.03 103.53 0.15 
ss sheese 2.92 1712 11.97 97.92 109.27 24.54 
Little Miami... 4.43 19 82 38.49 146.35 12852 13.84 
_ eee . 4.69 19.53 40.96 147.20 130.10 2110 


Tke proportion of empty freight cars to the total move- 
ment was, on the Pittsburgh, Cincinnati & St. Louis, 18.62 
per cent.; on the Chartiers, 30.88 per cent.; on the Pitts- 
burgh, Wheeling & Kentucky, 25.80; on the Cincinnati & 
Muskingum Valley, 28.04 per cent.; on the Little Miami, 
17.71 per ceut. 

TRAFFIC. 
The traffic of the lines worked was as follows: 























Passengers carried: 1883. 1882. Inc. or Dec. P. c. 
P., Cote Bee Biecccee 1.235.983 1,161,5: I. 74,445 6.4 
Unertiors ......<0- 207,670 190.970 I. 16,700 87 
Pitts.. Wh. & Ky.. 136,822 124,517 1. 12,305 9.9 
Cin, & Mus. Vy..... 267,790 242,361 J. 25,429 10.5 
Little Miami... .... 1,183,293 1,050,249 I, 133,044 12.7 

oe 3,031,558 2,769,635 I. 261,923 9.5 

Passenger-miles; 

P.,C.&St. L.... . 40.425,700 39,304.896 I. 1,020,804 2.6 
Chartiers........... 2,283.084 2,083.222 I. 199.862 9.6 
Pitts... Wh. & Ky.... 2,138,230 2,010,452 I. 127,778 6.4 
Cin. & Mus Vy..... 5,285.920 4,891,342 I. 494,578 10.1 
Little Miami........ 26,888,405 26,884,927 IL. 3,478 .... 
ee -... 77,121,329 75,264,839 I. 1,856,500 2.5 
Tons freight moved: 
PP, Sc Sis oicanes 3,466,544 3,125,645 I. \ 10.9 
Chartiers er: 424,855 290,774 I. 134,081 46.1 
Pitts. Wh. & Ky.... 165,812 145,461 IL. 20.351 14.0 
Cin. & Mus. Vy..... 274,022 297,149 D. 23,127 7.8 
Little Miami ...... 1,034,670 1,119,451 D, 84,751 7.6 

ee 5,365,903 4,978,480 I. 387,423 7.8 

Ton-miles ; 

P.C. & St. L........428.293,199 415,441,957 1.12,851,242 3.1 
Chartiers ......... . 1,996,045 1,736,889 I. BE 14.9 
Pitts., Wh. & Ky... 3,590,132 3,067.109 I. 523,023 17.1 
Cin. & Mus, Vy..... 14,141,582 14,946,111 D. 804,529 5.4 
Little Miami........ 85,411,743 92,664,739 D. 7,252,996 7.8 

, | oe - 533,432,701 527 856,805 I. 5,575,896 1.1 


The passenger traffic on all the lines shows a considerable 
gain, chiefly in local business. In freight traffic there was a 
large decrea e on the Cincinnati & Muskingum Valley and 
the Little Miami lines, while the main line and the two 
short branches sbow increases. The general result was an 
increase in passenger movement of 2.5 per cent., while the 
total increase in freight movement was only J.1 per cent. 
The increase in freight traffic on the main line was evi- 
dently derived chiefly from otber sources than the leased 
lines, part of it being from loca] business, and part, prob- 
ably, from the Chicago, Sc. Louis & Pittsburgh road, which 
— its eastern outlet and chief connection over this 
road. 

The average receipt and cost per unit of traffic were, in 
cents : 


——Per pass.-mile.——. ——Per ya ~ 





Receipt. Cost. Net. Receipt. Cost. et. 
P.. C. & 8t. L..... 2. 2.16 0.44 0 76 52 0.24 
SPR 2.52 1.84 0.68 0.70 0.51 0.19 
Chartiers . 3.10 2.17 0.93 3.55 2.02 1.53 
saz ww. ... 3.038 82.33 0.70 2.99 199 1.00 
Pitt:.,Wh. & Ky.. 2.70 1.89 0.81 1.74 1.31 0.43 
1882.......... 265 197 0.68 175 1.24 0.51 
Cin. & Mus. Vy... 2.68 3.02 *0.34 1.50 1.56 *0.06 
Bs escnscscece. = ee 2.73 *0.07 1.54 1.11 0.43 
Little Miami ..... 2.28 2.19 0.09 1.02 1.03 *0.0L 
ea are 2.26 2.07 0.19 0.98 0.91 0.07 
*Loss. 


The rates upon both passenger and freight traffic, almost 
without exception, show an improvement over the preceding 
year, but the cost was increased in a greater ratio, with the 
result of a general decrease in the net earnings. 


GENERAL REMARKS, 


President Roberts’ report says: ‘‘ The operations of what 
was formerly the Columbus, Ghicago & Indiana Central 
Railway are not embraced in the present report, for the rea- 
son that upon the determination of the litigation affecting 
that line it was reorganized, and since April 1, 1883, has 
been operated as an independent organization by the Chi- 
cago, St. Louis & Pittsburgh Railroad Co. 

** A very large amount of work was done in the way of 
improving tracks and furnishing additional facilities for the 
accommodation of traffic. The policy of substituting heavier 
and more effective motive power, and of bringing your car 
equipment to a bigher standard, was also continued. Almost 
the entire outlay made in suvstituting steel for iron rails, bal- 
lasting track, replacing wooden bridges with iron, renewing 
freigbt and passenger stations and improving your motive 
power was charged to expenses. 

‘‘ About the middle of February, 1883, owing to an al- 
most unprecedented rise in the Obio River, the tracks of the 
Little Miami road at Cincinnati were flooded tosuch a depthas 
to suspend the operation of your road at that point for overa 
week, and while the direct damage to your property was 
not great, a serious loss nevertheless resulted from the inter- 
ruption in the movement of your traffic. 

** It will be noted that under the system of differential 
rates in force during the year, in accordance with which 
your lines, owivg to their superior condition and shorter 





routes, charged higher prices than the majority of their 
competitors, there was a decrease in the number of through 
gers carried over your lines. 

‘* During the year $250 of the common stock of your com- 
pany were issued in exchange for 15 shares of the common 
stock of the Steubenville & Indiana Railroad Co., reorgan- 
ized in accordance with the terms of the consolidation 
agreement. 

“‘ The issue of first-consolidated mortgage registered bonds 
was increased $82,000, in exchange for a like amount of 
coupon bonds retired, making a total of $3,997,000 of regis- 
tered bonds issued at the close of 1883. 

‘‘ The first-mortgage.6 per cent. bonds of the Steubenville 
& Indiana Railroad Co., ame nag | to $3,000,000, which 
matured at the close of the year, have been extended as 
registered bonds for 30 years, bearing 5 per cent. interest 
per annum. 

‘* Under the reorganization of the Columbus, Chicago & 
Indiana Central Railway Co., already. referred to, your 
company received in settlement of its claim agairst the for- 
mer $1,028,668 of the preferred and common stock of the 
Chicago. St. Louis & Pittsburgh Railroad Co. 


“Mr. R. H. Soule, having resigned his position as Super- | Profit and | 


intendent of Motive Power, Mr. E, B. Wall was appointed 
to fill the vacancy thus created.” 


Northern (New Hampshire). 


This company owns a line from Concord, N. H., northwest 
to White River Junction, Vt., 69.5 miles, with a branch 
from Franklin, N. H., to Bristol, 13.5 miles, making 83 
miles in all. The report is for the year ending March 31. 
The equipment consists of 26 locomotives, 9 nger, 
6 combination and 4 baggage cars; 448 long and 71 sbort 
merchandise cars; 16 gravel cars. The company also owns 
its proportion of the cars used in the through passenger 
service, consisting of 8 passenger, 3 mail and smoking, 3 
postal and 6 baggage cars. 
an general account is as follows, condensed: 







wih caeegun: -éesnqaesShebaage 10 -teegedeseeseee 200 $3,068,400.00 
Bills PAVAle: .....:...00) ccrcsecccscvecssvccccecscccess 10, 
TINIE i, ss0.0)scumaete Aub ssneb eer adweseanbas 1,168,170.99 
Unvlaimed dividends and dividend due June 1.... .. 568 
Balance of income account........ ....s.-eesseee cee 229,859.21 

beta ECE eT eee gibt $4,575,998.46 

CONN 50:660:05h0068 2anecden -$3,068,400,00 
Improvement account.... .. .. 102,146.54 
Concord & Claremont R. R .... 254,245.72 
Northern R. R. stock, 711 share 37,708.34 
Materials and fuel........ .... 100,604.82 
Superintendent’s department.. 6,573 
Bills receivable................. 894.150 75 
SEO en webigep i: voussne nents -Sevadetaaes 112,168.35 


——_ ——— 4,575,998.46 

The company has no bonded debt. _It is liable as indorser 

on $500,000 Concord & Claremont bonds, of which it holds 

$200,500, leaving $299,500 outstanding. 

The trattic for the year was as follows: 
1883-84. 1 








Train miles: 882-83. Inc, or Dec. P. c. 
Passenger. . 193,632 192,860 I. 772+ ~«(0.4 
Freight. ... 273,947 311,589 D. 37,642 12. 
Other...... 3,0; 4,703 D. 1,648 35.1 

Ee 70,634 509,152 D. 38,518 7.5 
Passengers carried.. 198,303 179,815 I. 18,488 103 
Passenger-miles...... 7,465,569 6,770,434 I. 695,135 10.3 
Tons freight carried. 484.337 642,940 D. 58,603 10.8 
ae 30,067,806 33,828,361 D. 3,760,555 11.1 

Av. train load: 

Passengers, No...... 39 35 LL 4 114 
Freight, tons........ 110 109 I. 1 09 


Through business furnished 61.7 per cent. of the passen- 
ger-miles and 93.9 per cent. of the ton-miles. The averuge 
passenger journey was 37.6 miles; the average freight haul 
was 62.1 miles. 

The earnings for the ay were as follows : 

883-84. 1 














882-83. Inc. or Dec. P.c. 
Freight .--$358,079 $379,539 D. $21,460 5.6 
Passengers.... - 184,639 178,167 I. 6.472 3.6 
Mails, etc.......... 29,011 25,921 {. 3,090 11.9 
rr arr $571,729 $583,627 D. $11,898 2.0 
Expemses..........0-+008 400,126 416,077 D. 15,951 3.8 
Net earnings........ $171,603 $167,550 I. $4,053 2.4 
Gross earn. per mile.... 6,888 7,082 D. 144 2.0 
ae 4 ee eee. Ee 2,019 L 49 24 
Per cent. ofexps........ 69.99 71.29 D. 1230 . 


Expenses include taxes, which were $24,560 last year. 
The reduction in expenses was sufficient to make an increase 
in net earnings, notwithstanding the decrease in gross earn- 
ings. 

The income account is as follows: 














Net earnings forthe year .......26 ceeceee cece ace $171,60°.99 
Balance of interest AcCCOUNE.............-020e cee eeees 61,068.00 
MMOD. Sasgd io Loc ecvsincks saedébnbeniighasasticewced $232,670.99 
Taken from improvement account for 
steel rails heretofore laid .-. $20,000 
Dividenis, 6 per cent..... .......... . 
—-—— 199,838.00 
Surplus for the year ..........-sesssssscessces oe $32,832.99 
Balance from previous report... .......-..e.eee5 eeee 197,026.22 
Balance, March 31, 1884.... ........ ..-eseeeeeue $229,859.21 


During the year there were purchased and used in renew- 
als 466 tons of steel rails and 49,730 new ties; there were 
built in the shops of the company one new locomotive, one 
passenger car, and 42 freight cars, all being charged to 
operating expenses. Two new bridges were also built and the 
road had the buildings maintained in good condition. 
Fifty new through line freight cars were built at the com- 
pany’s shops and their cost charged to improvement ac- 
count. 

The coupon notes of the company, amounting to $97,000 
which matured Jan. 1, 1884, being the last cf those issued 
several years ago, have been paid and all the bills payable 
extinguished except $10,000. Since the date of the Treas- 
urer’s account this note has also been paid. The liability of 
the company consists of a guarantee on $500,000 Concord & 
Claremont bonds due June 1, 1894, and of these bonds the 
company owns $200,500. The company continues to pur- 
chase the coupons on the $100,000 first-mortgage bonds of 
the Peterboro & Hillsboro road and has made an arrange- 
ment involving the purchase of a majority of the bonds of 
that road, thus securing control of the line. 

The claim of the Ogdensburg & Lake Champlain Co. 
upon this road and other connecting lines to recover a large 
sum ~~ to be due under the old Ogdensburg & Boston 
through line contract, has been denied by the companies 
against which it is made, and the suits brought by the 
Ogdensburg Co. to enforce its claim are still preciee. 

The claim of the receivers and managers of the Vermont 
Central that under old contracts a large balance is due them 
from the Nortbern Co., which this compeny has always re- 
fused to recognize and which its directors believe to be un- 
founded, is still unadjusted. 

Nothing is said in the report of the reported lease of the 
road to the Boston & Lowell, and in fact the only reference 
made to the lower roads is as follows: ‘‘The various con- 
tracts between this corporation and the roads south of Con 
cord haying expired, negotiations for pew ones are now 
pending.” 





_ Boston, Concord & Montreal. 


This company owns and operates lines from Concord, N. H., 
to Woodsville (Wells River), 93 miles; Woodsville to Grove- 
ton Junction, 52.5 miles, and Wing Road to Mt. Wasbing- 
ton, 20.3 miles. It leases the Pemigewasset Valley road 
Plymouth to North Woodstock, 20.5 miles, making a total 
of 165.8 miles owned and 186.3 miles worked. The Pemi- 
gewasset Valley road was not completed until about the 
beginning of the last fiscal year. The report is for the year 
ending March 31. 

The equipment consists of 37 locomotives; 21 passenger, 
5 parlor, 3 observation. 6 combination, 2 express and mail 
and 15 baggege cars; 901 freight and 15 caboose cars; 2 
derrick cars and 3 snow plows, 

The general account is as follows : 








Stock (old dividends, etc). ............... jicnwnew web $459,600.00 

i EE lass tbh isaaesases pexken eoayvusade 800.000.00 

pf RS RET NE re ce ee 540,400.00 

WEES scien os ahecesibarss cusucloeasin $1,800,000.00 

EE FE ree tinée debe a 3,069,600.00 

Coupons and dividends tinclaimed....... .... .. ... 5,992.89 

a DUD. 0 stisndidpansaes Shei sS ES Sc cansiebaswoe 625,529.34 

i nniniotbisbihes angeanaebeeressaheeamananl 521,122.23 
Road «nd extensions ,000.00 
Improvement account. 850.87 
Sinking tund... .... 400.00 
Pemigewasset House ,000.00 
Materials and fuel... 231,579.00 
Cashier's account. . 55,757.58 
hanes suchiewes Siren snwardbbepecsiane 434.78 

—_—— 5, 521,122.23 


The funded debt consists of $200 old bonds overdue: 
#624,000 due in 1889; $1,945,400 due in 1893; and $500,000 
due in 1911. During the year $13.000 bonds of 1893 were 
sold on account of Mt. Washington Branch. Of the bonds 
due in 1889 the company holds $116,000 and the trustees 
spree, reducing the outstanding bonded debt to $2,647,- 


The traffic for the year was as follows: 





Train miles; 1883-84 1882-83. Ine. or Dec, P. ec. 
Tie itadehs aden 426,398 422,510 I. 3,888 09 
ly Sp 595,542 644,2°7 D. 48,685 7.6 
FRR ee ee 28.772 47,460 D #,688 39.7 
ee ee 1,050,712 1,114,197 D. 63,485 5.7 
Passengers carried,..... 343,630 335,001 I. 8,629 26 
Passenger-miles........ 11,154,31L 11.319,775 D. 165,465 1.5 
Tons freight carried.... 324,122 883.077 D. 58.945 15.4 
PEE 64.044 <oneus -25,467,378 22,984,650 I. 2,482,728 10.8 
Av. train load: 
Passengers, No... .... 26 27 D. 1 37 
Freight, tons... ...... 43 36 «21 7 19.4 


Of the passengers carried 39.4 per cent. and of the 
carried 86.9 per cent. were to or from other roads. The 
average passenger journey was 32.5 miles; the average 
freight haul 78.6 miles. 

The earnings for the vear were as follows : 


tons 

















1883-84. 882-83. Inc. orDec. P.c 

Freight............ . $503,576 $503,399 ae $177 bee 
Passengers.... ....... 371,673 348,744 =O. 2.929 6.6 
Mail, express, ete .... 65.243 68,052 D. 2,809 4.1 
al oot neice he $940,492 $920.195 I. $20,297 22 
ae 5,95 5 D. 21,715 3.1 
Net earnings........ $264,556 $222,544 I. $42,012 18.9 
Grossearn. per mile. 5,048 2,550 D. 502 9.0 
Net earn. per mile.... 1,420 1,340 a. 80 6.0 

Per cent. of exps...... 7187 75.81 OD. 3.94 as 


Taxes are included in expenses, amounting to $31,117 last 
year. The Pemigewasset Valley road, worked last year, 
was not completed or operated in the preceding year. 

The income account for the year was as follows : 


Bonds and cash on hand from last report...... ....... $158,053.66 
Net income for the year....  .......ccecccccecccscccecs 264,555.56 
Interest and premium received ........ . ..--+--+-+e56 28,783.90 
Sale of consolidated bonds.............-052 see eeeee 13.000.00 
eee ee pdieknd a aekee ioe STMT Ta 
Coupons, interest, etc. ..... ........665- $215,538.56 
Dividends on preferred stock ....... ..... 43.527.00 
Pemigewasset Valley dividends .......... 30,054.00 
Improvement account ..... ..-..--. «+++ 37.242.49 
Increase in materials........... .... 0 ...6 7,748.10 
Branch to Mt. Washington.............. . 13,000.00 
Increase in cashier’s account........... . 27,848.19 
" —-———.- 374,958.34 
Cash and bonds on hand March 31... ...........- $89.434.78 


During the year 1,025 tons steel rails and 42,501 new ties 
were laid; 1% miles of new sidings were built and 814 miles 
of road ballasted. Only seven miles of iron rails now re- 
main in the main line. 

A new lattice bridge near Plymouth is nearly completed, 
and several bridges were rebuilt. Several new buildings 
were erected and others repaired and enlarged. The loco- 
motives and cars are generally in better condition than a 
year ago; 11 new flat cars were built and two passenger 
cars are nearly finished. A number of cars were supplied 
with new trucks; 1,528 new chilled wheels and 36 new steel- 
tired wheels were put in. 

The report says: “The negotiations for the renewal of 
the contracts with the lower roads have been continued 
during the past year without arriving at an entirely satisfac 
tory conclusion. 2 

“ Application was made at the last session of the Legis- 
lature for an extension of that portion of the charter 
authorizing ¢he construction of the road from Groveton 
toward Colebrook, etc. Mabe 

“Opposition to such application was made and the request 
was not granted; but a new corporation was authorized to 
build a road from Groveton to Colebrook and Canada line, 
on the route formerly included in the charter of this road. 
Should it be deemed expedient to make aneffort to extend 
the road, an arrangement could probably be made with 
the new corporation, or it might be constructed under the 
general laws of the state. : 

“ At the same session authority was granted toextend a 
branch from Northumberland, to connect with the Coos 
Valley Railroad iu Vermont, which would enable substan- 
tially the same line to be constructed on the Vermont side of 
the Connecticut River, if that course should be found advis- 


able.” 
York & Peachbottom. 


This company owns a line of 3-ft. gauge from York, Pa., 
to the Surquebssns River at Peachbottom, a distance of 40 
miles. Its statement is for the year ending April 30 last. 
The funded debt consists of two issues of bonds, $250,400 
in all, bearing 5 per cent. interest, the yearly charge being 
$12,520 in all. 
The earnings for the year were as follows: 
h » 








Sahtressénonid $35,180 

Pp lebsEEME oa8 categhecsedccees 20,565 

Mail, express, tC... ....---seeee eeeeeeneeeceertereeeeres . 2,222 
Total4$1,449 per mile)..... 2. ..... cece eee wee eee eens $57,967 
Expenses (68 4 per Cent.)......--sseeeeee ceneeeee eens sere 39,883 
Net earnings ($452 per mile)..........- --seeeeeeeeeee $18,084 


No statement of payments from net earnings is given. The 
amount was sufficient to pay interest on the funded debt 
and leave a surplus, 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid- 
den to ask for s under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies, 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to itsimprovement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 





Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
thisjournal for pay, EXCEPT IN THE ADVERTISING COL- 
umMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi- 
torially, either for money or in consideration of advertis- 
ing patronage. 








TECHNICAL RAILROAD ASSOCIATIONS. 


The time for holding the annual conventions of the 
Master Car-Builders’ and the Master Mechanics’ As- 
sociations is now close at hand. Two weeks ago we 
published the programme of subjects for considera- 
tion at the Master Car-Builders’ Convention, whick 
will be held in Saratoga, June 10. Readers will 
have observed that many important matters are to 
be reported upon by the committees and dis- 
cussed by the Association, some of which are 
intended simply to increase the knowledge of the 
members in matters relating to their occupation, 
while others may call for action, and united ac- 
tion, by the railroad companies of the country, and 
therefore demand the attention not of car-builders 
only, but of other railroad officers. In fact a great 
many things pertaining to car construction and main- 
tenance are of more direct interest to superintendents, 
etc., than to car-builders. Itis the people who use 
cars who must determine, to a great extent, 
how they shall be constructed; and at this 
meeting one subject at least touches the 
road department as closely as the car department, 
and can be adequately treated only by the co-operation 
of both. This subject is the cause and prevention of 
sharp flanges, involving the form of wheel-tread and 
rail-head, and the gauge of both. Mr. M. N. Forney, 
the Secretary of the Association, has spent much time 
in investigating this subject, and will present the result 
in a paper. Feeling that men familiar with track 
should join in the discussion of this subject, the Asso- 
ciation has asked the railroad companies to send 
representatives of their road departments to this 
convention. ‘ 

This suggests that American railroads need some 
central organization through which they may investi- 
gate subjects relating to road, rolling stock and opera- 
tion, and that in this organization all the operating 
departments should be represented. They are co- 
ordinate, and it is absolutely indispensable for them 
to co-operate in many directions. Rolling stock and 
road must be adapted to each other, for the two to- 
gether make but a single machine, which the superin- 
tendent or manager works. Of course a very great 
number of subjects can be discussed only by officers of 
a single class. The car-builders will hardly help the 
superintendents much in developing a code of signals, 
nor the master-mechanics in discussing valve gear, 
nor the engineers and road-masters when they talk of 
ties and ballast. There is every reason why each class 
should investigate and discuss and take action on the 
subjects which concern them solely, but it is also im- 
portant that all who have to deal with a question, 
whether of one department or of half-a-dozen, should 
join in efforts to solve it. 

The need of uniform and united action by the rail- 
roads on some subjects is probably already generally 
felt by them. Probably there are many more matters 
concerning which united action would be of very 
great advantage, the need of which is not generally 
felt, and which indeed railroad men do not think of 





seriously, because the united action seems impos- 
sible for lack of the machinery to effect it. And 
there are certainly many subjects which would 
richly reward investigation and experiment by experts 
at considerable cost, which, through the co-operation 
of the railroads, might be investigated at trifling cost to 
and with the minimum of effort by any one company. 
For the few things concerning which the need of uni- 
form action is, or shall be, strongly felt, probably some 
kind of an organization, temporaryor permanent, will 
be developed. One step has been taken. Such an organ- 
ization must be an official body. It must represent the 
railroad companies themselves. Through the rep- 
resentative members whom the railroad companies 
send to the Master Car-Builders’ Association it has be- 
come to a certain extent an official organization. But 
an association of master car-builders can never do all 
that the railroads need to do in co-operation with re- 
gard to road, rolling stock and operation, and it seems 
important that the central organization through which 
this co-operation is to be effected should have repre- 
sentatives from all departments, and that efforts 
should be made early to establish such an organiza- 
tion, which perhaps would best be formed by dele- 
gations from existing special organizations. 

Anything of the kind, however, is likely to be a 
growth rather than a creation, an evolution from a 
body or bodies that have already justified their exist- 
ence rather than a product of pure calculation. The 
existing technical organizations have proved their 
usefulness, and are growing in efficiency, and it would 
be folly to pull them to pieces in order to make what 
we might hope to be something better, especially as 
they or something like them, will still be needed even 
if we should succeed in establishing something in 
which they all would be represented. 

The experience and example of the German railroads 
may help us in this. They are all united in the ‘‘Ger- 
man Railroad Union,” which holds annual conven- 
tions, establishes rules and regulations which for the 
most part regard questions of traffic and administra- 
tion—rules for the interchange of freight cars, regula- 
tions governing freight traffic, through tickets, etc., 
and, by the way, collects and publishes statistics for 
the whole body of railroads in the Union. We may 
liken this (though it is in most respects very unlike) 
to the organization in this country which is managed 
by Mr. Fink. It is like it in being an organization of 
railroad companies, not of railroad officers, and in 
commanding their support and utmost confidence. 

Now the German railroads have had to co-operate 
more than ours in order to make a system nearly 
enough uniform to permit of the interchange of cars, 
etc., because they began with the utmost diversity of 
roads, equipments, appliances and regulations, in 
numerous isolated systems, which were finally ex- 
tended until they met. It was then absolutely neces- 
sary to co-operate and agree upon some plan of action, 
or give up a large part of the value of the 
roads. As early as 1846 the Union had _ its 


origin, and in 1850 its first technical convention: 


was held, being a convention of the technical 
officers—general superintendents, chief engineers, 
locomotive superintendents, car superintendents, tele- 
graph superintendents, etc., who then established a 
body of regulations governing construction of road and 
rolling stock, and rules for operating, so far as uni- 
formity was deemed essential—a body of regulations 
which, revised from time to time, have been in force 
ever since, and have largely determined the construc- 
tion of the German railroads. A translation of these 
regulations we published in several successive num- 
bers of the Railroad Gazette; beginning Aug. 30, 1873. 

Now this particular work of the union is directed 
by what is called the ‘‘ Technical Committee,” con- 
sisting of 18 of the higher officers of technical depart- 
ments, who are very seldom changed. They receive 
suggestions as to what questions shall be investigated 
and discussed, and select the questions, prepare and 
send out circulars of inquiry to the several railroads, 
collect and compile information and present the re- 
ports, one member of the Committee being assigned to 
report on each question, and the whole method of col- 
lecting information being wonderfully like that of our 
associations. The Committee also calls conventions 
when thought best, for they are not held regularly, and 
is really the organ through which the German rail- 
roads effect their co-operation in technical matters, 
whether to establish uniform practices or simply to 
investigate. One of the members of the Technical 
Committee is not a railroad officer, but is employed by 
the Union. He is the editor and author of many 
railroad books, and has made some elaborate investi- 
gations, as of lubricants and types of locomotives, for 
the Union—volumes by themselves. 

Here, much more than in Germany, if we have any 
central technical organization, we must secure a man 








for its head who will give his whole time to the work 
and who possesses first-rate ability and commands the 
respect and confidence of the railroad community— 
some one who will stand towards it very much as Mr. 
Fink stands towards the Trunk Line Commission and 
the Joint Executive Committee. It is conceivable 
that with an organization perfected and fairly at work, 
having demonstrated its usefulness, the head would 
be of less importance and might even be a person with 
other duties. But in the beginning a man is needed to 
make the organization as well as to work it—one 
whose reputation will be involved in making it suc- 
cessful. It is hardly probable that we shall ever have 
the organization that we need until the railroad com- 
panies feel the want of it enough to engage such a 
man. 


THE CHICAGO SHIPMENTS EASTWARD, 


The through rail shipments eastward from Chicago 
in the month of April, as were to be expected under 
the circumstances, and as was indicated by the in- 
complete weekly reports of the through and local 
shipments, were larger than in any other month in the 
history of the trade. It will be remembered that 
rates, which had nominally been 30 cents per 100 Ibs, 
for grain to New York through the winter, had not 
been maintained, and it was understood that cutting 
of rates was so general that regular rates were 
the exception until March 14, when a reduction to 20 
cents was made to meet cuts, followed March 21 by a 
further reduction to 15 cents to meet further cuts, or at 
least in answer to a demand based on the charge that 
such cuts were made. The effect of these reductions 
was very soon increased by a fall of about 10 cents per 
bushel in the price of wheat at Chicago. The through 
shipments for two weeks before the last reduction 
were 89,597 tons ; for the nexttwo weeks, 136,747 tons ; 
but they culminated in April, when 345,339 tons 
were shipped, which is an average of 80,579 tons per 
week. There have have been but three other months 
when the rail shipments have reached 300,000 tons, 
namely, 318,943 tons in March, 1880, at a 35-cent rate, 
821,148 tons in January, 1882, mostly carried, probably, 
at 10 and 124 cents, and 308,354 tons in March of last 
year, at a 20-cent rate pretty well maintained. In 
April. 1879, the roads were carrying at 15 cents, as 
they have been doing this year, and their business 
then amounted to 298,042 tons. Then there were five 
instead of eight railroads carrying from Chicago, and 
these five roads this year in April carried less than 
200,000 of the entire 345,339 tons of Chicago ship- 
ments, or a third less than in 1879 at the same rate. 

The through rail shipments in April for six success- 
ive years have been, in tons: 


1879. 1830. 1881. 1882. 1883. 1884, 
298,042 186,543 275,417 138,472 159,127 345,349 


The increase over last year is no less than 117 per cent., 
and over 1882 is 150 per cent. The shipments were 
very light in both of these years, however, as the fol- 
lowing statement of the shipments of each of the first 
four months of tbe year for the six years will show: 











1879. 1880. 1881. 1882. 1.83. 1884. 
Jan... .192,512 163,378 263,872 321.148 272,162 213,018 
Feb........188,541 166,541 204,331 225,816 234,232 176.953 
March......258,458 318,983 212,021 179,145 308,354 244,645 
April ..... 298,042 186,543 275,417 158.472 159,127 343,339 











4 mos. ....947.553 845,445 955,641 864,581 973,875 979,955 

The shipments are likely to fall off largely when 
lake navigation opens. Now shipments by lake were 
made in Aprilnearly the whole month in 1880 and 1882, 
only a week in 1879, not at all in 1881, and but a 
few days this year and last. This accounts in part for 
the great falling off from March to April in 1880 
but not for the stil greater one last year, when 
the course of shipments was unusual, being excep- 
tionally large for the first three months of the year, 
and very small afterwards throughout the spring and 
summer. 

The enormous shipments in April have made 
the shipments of the four months ending with 
April larger than ever before, though at the 
end of March they were but 634,616 tons, and 
less than in any other of the six years. The ship- 
ments for the four months are but a trifle more than 
last year, 24 per cent. more than in 1881, and 3} per 
cent. more than in 1879; but they are 13 per cent. more 
than in 1882 and 17 per cent. more than in 1880. The 
rates, however, have been so much lower this year 
that the gross earnings from the business were less 
this year than inany other except 1879 and 1882, when 
rates were worse than this year even, while the com- 
parison of net earnings would be still more unfavor- 
able to this year. The gross earnings must have been 
very nearly in the following proportions, though 
somewhat less than these amounts, which are what the 
freight would yield were it all eighth class and all 
carried through to New York: 

1879. 1880. 1881. 1882. 1883. 1884. 
$3,562,354 $6,091! ,676 $6,545,984 $2,431,961 $5,756,250 $3,955.000 

Thus the aggregate earnings from the Chicago 
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through freight shipments this year were 31 per cent. 
less than last year, 40 per cent. less than in 1881, and 
35 per cent. less than in 1880; but 85 per cent. 
more than in 1882 and 11 per cent. more than in 1879, 
when also rates were very badly demoralized—more 
so than this year until the middle of March. As there 
is one more road carrying from Chicago this year than 
last, two more than in 1882 and 1881, and three more 
than in 1880 and 1879, the same amount of total earnings 
gives asmaller amount to each road now. For instance, 
the Fort Wayne in 1880 had 25 per cent. of the ship- 
ments, which should have yielded it about$717,000. This 
year it has actually carried less than one-sixth of the 
freight, yielding it perhaps $284,000. The change on 
the Lake Shore has been still greater, for its share was 
1 per cent. (of the whole) greater than the Fort 
Wayne’s in 1880, and it carried but a seventh of the 
whole this year. Its earnings from the Chicago 
freight should have been about $800,000 in 1880 and 

266,000 this year. Still greater has been the loss of 
the Michigan Central, which was allotted 31 per cent. 
in the Chicago pool before the Chicago & Grand Trunk 
came in (July 1, 1880), and carried less than 12 per 
cent. this year, though it (and perhaps the other roads 
named) will probably get the profits on a portion it 
has not carried. 

With the total traffic little increased, with more than 
one-third of it carried by the three new roads, and, to 
crown all, with a large reduction in ‘the rates 
charged, this great reduction in the earnings of 
the old roads from the Chicago freight shipments was 
inevitable. If these shipments made the larger part 
of the traffic of the roads, it would follow that they 
must be ina very bad way. But we have only to ex- 
amine the figures we have given to see that they can- 
not make a very large share of the earnings of any of 
the roads named. In the first four months of 1880, for 
instance, the earnings of the Lake Shore were $6,258,- 
081, while we credit it above with earning $800,000 
from Chicago east-bound freight in that time. The 
live-stock traffic has not been diverted so much from 
the old lines as the freight, it has increased more in 
amount, and the rates on it have been somewhat 
better maintained. Of the west-bound freight we 
have no definite statistics, but even if it has been 
diverted to the same extent to the new roads, it is 
certain that it has increased more, and the rates on 
it are probably as well maintained as in 1880, though 
they are not quite so high. The passenger traffic 
certainly has been less diverted to new lines than the 
freight, and the rates are probably better maintained 
than in 1880, and the amount of travel is greater. 

It seems necessary to point out that the great 
changes in the earnings from the Chicago freight ship- 
ments are exceptional, lest an unduly unfavorable 
view be taken of the general course of earnings by 
Chicago and other railroads. When the most impor- 
tant single branch of the traffic of a great railroad 
yields but one-third as much as it did four years ago, 
it is likely to be taken by some as an indication of a 
great calamity to the road; and they need to be shown 
that, great as this traffic is, after all it affords not a 
very large fraction of the total earnings of the rail- 
roads which carry it. But it must be confessed that 
the showing for the old Chicago roads is a decidedly 
bad one, and the more so because these four months 
are those when traffic is usually largest and rates 
are highest. Last year and the year before two-fifths 
of the shipments of the whole year were made in 
these four months, and for the next five or six months 
the open lakes and canal will prevent anything but avery 
low rate. Already a month has passed with a rate 
even lower than this competition compels, and one 
which can yield little or no profit, and the consider- 
able shipments made have simply decreased the 
amount which might have been carried later at a 
higher rate. The stocks of grain in the West are no 
longer heavy, and until after harvest heavy total ship- 
ments cannot be expected, and if the rail shipments 
continue large, it can only be because the railroads 
take the traffic which the lake vessels usually get, 
which they can only do if they carry without profit. 








The Senate Judiciary Committee has reported a bill 
authorizing the Secretary of the Treasury to pay off 
the mortgages of the Pacific railroads which are prior 
to the government lien, in case there should be a de- 
fault. The government’s loan and the accumulated 
interest area second mortgage which matures at the 
same time as the first mogstgage. It is intelligible that 
the companies might not pay the first-mortgage bonds 
when they mature, or even that they might not pay 
some coupon of them when due, which would give 
the holders a right to foreclose; and should they do so, 
and the roads should not sell for more than the first 
mortgage, the Government would have no claim. 
Several years ago we called attention to the fact that 


the first-mortgage bonds, and the second-mortgage 
bonds with the accumulated interest, by the time they 
were due might amount to more than the roads were 
worth, so that the companies might find it more profit- 
able to give up their roads than to pay their debts. 
Thus take a single mile of road with a first mort- 
gage of $40,000 and a government second mort- 
gage of $40,000 running for 30 years at 6 per cent., 
with interest payable only when the mortgage is due. 
Then $2,400 a year would pay the interest due yearly, 
but at the end of the 30 years there would become due 
at once not only the $40,000 principal of the first mort- 
gage and the $40,000 of the second mortgage, but also 
$72,000 of accumulated interest on the latter, making 
$152,000 per mile. Net earnings amounting to 
$4,800 per mile would enable the owner to pay his 
yearly charges and 6 per cent. dividends on $40,000 of 
stock per mile besides. But when the bonds became 
due, as the $4,800 would not pay interest on the 
$152,000 of debt, he would abandon the property to the 
bondholders rather than pay the debt, and if so aban- 
doned, the first-mortgage bondholders would get it un- 
less the second mortgage bondholders should pay their 
prior claim. 

Since we wrote, the law has been so changed as to 
require the Pacific railroads to provide in advance 
for a part of their debt to the government, and 
their earnings from government transportation were 
always charged toward current mterest, and their ac- 
cumulated debt to the government when the second- 
mortgages mature, 1897 to 1899, will hea good deal less 
than the principal plus 30 years’ accumulated interest. 
Moreover, since we wrote, the roads themselves have 
developed much larger profits than seemed propable at 
that time; and the two principal companies have paid 
large amounts in dividends, which, however, were not 
the profits of the subsidized lines alone; for much 
greater mileage of other roads has been added. But 
so valuable seemed the properties when Central Pacific 
was selling at par and Union Pacific at 130, asthey did 
in June, 1831, making the capital stock worth $138,- 
000,000, that no one was likely to question the pay- 
ment of the government lien of less than $60,000,- 
000, though it should be largely increased by accumu- 
lated interest. Now, when the stocks fluctuate 
between 35 and 42, and are worth $90,000,000 less than 
three years ago, and only about $48.000,000, people 
are reminded that the value of 1ailroad property is 
not stable, and that the Pacific companies may not be 
able to earn enough to pay interest on both first and 
second mortgage debts when the bonds mature; and 
that if this is so, they cannot raise money to pay off 
both, while if they fail to pay one they will lose the 
roads the same as if they failed to pay both. If the 
stockholders, then, owned a majority of the jirst- 
morgage bonds, they would then secure the roads 
free from the great government debt, unless the 
government itself should be prepared to pay off 
the first mortgage. Such a result may be very im- 
probable, but it is so nearly possible that it is proper to 
give the government the means to protect itself. It 
is no objection that the government is not fit to work 
a railroad. It will not have to work a railroad if one 
should fall into its hands; it could easily lease one, 
and probably sell one in a few months at a reasonable 
price. If the objections to government ownership 
were so grave as to prevent its ever taking a railroad 
at foreclosure, it should have prevented its taking a 
mortgage. 








At meetings last week of the companies owning the 
Chicago & Northwestern’s leased lines in Iowa, it is 
reported that more than the necessary two-thirds or 
three-fourths of the stock voted in favor of the pro- 
posed consolidation with the Northwestern Company, 
on the terms heretofore anoounced, by which the 
Iowa companies will receive Chicago & Northwestern 
common stock for thei: stock. The offer now seems 
much less favorable to the [owa companies than when 
it was made, because the $14,757,500 of Northwestern 
common stock to be paid for the stock of the Iowa 
companies was worth in the market about $16,900,000 
when the offer was made, but is now worth but about 
$14,200,000 ; and there could hardly be anything like 
such a decline in the stocks of the Iowa companies 
(which very rarely come upon the market and are 
not quoted), because their income is from a 
rental which is a charge on the Northwestern 
prior to its preferred as well as its common 
stock, coming next after the interest on its 
bonds. The whole of this decline in Northwestern 
shares had not occurred when the Iowa companies’ 
meetings were held, and doubtless the shareholders 
had largely sent in their proxies for an affirmative vote 
some time before ; but most of the stock is held by a 
few capitalists in large blocks, and they could have 





recalled their proxies if they had thought best, That 





they did not think best is an indication that they be- 
lieve that the new arrangement will put them in a 
safer permanent position than the present apparently 
very advantageous lease. 

The question now depends on the vote of the Chi- 
cago & Northwestern shareholders at the special meet- 
ing June 26. The ownership of this stock is very 
much more scattered than that of the Iowa companies, 
and the action cannot be determined by the vote of a 
few men; but there is no open opposition to the 
proposal, and the shareholders have always shown 
confidence in the directors which recommend this pur- 
chase, so that there is every probability that the vote 
will be favorable and the Iowa roads and their con- 
trolling interest in the Sioux City & Pacific and the 
Nebraska lines will become the property of the Chi- 
cago & Northwestern Company. . 








The Grand Trunk Railway Company reports for the 
first quarter of this year a decrease of $363,835 (8} per 
cent.) in gross earnings, but also a decrease of $300,- 
960 (9 per cent.) in working expenses, leaving the de- 
crease in net earnings but $62,875 (6 per cent.). For 
the same time the Chicago & Grand Trunk gained 5.2 
per cent. in gross earnings, but with an increase of 10 
per cent. in expenses, making a decrease of $21,115 
(17 per cent.) in net earnings ; and the Detroit, Grand 
Haven & Milwaukee suffered a decrease of nearly 15 
per cent. in gross and +04 per cent. in net earnings, the 
latter amounting to $16,890. The whole (and more) of 
the decrease in net earnings of the Chicago & Grand 
Trunk was in March, when, too, half of the decrease 
on the other two roads occurred. The three roads to- 
gether have a decrease of $100,880 in net earnings for 
the quarter, which is 8} per cent. The expenses in 
this winter quarter are likely to be very high, and this 
year they were 77 per cent. of the earnings on 
the Grand Trunk, 82 per cent. on the Chi- 
cago & Grand Trunk, and 82} per cent. on the 
Detroit, Grand Haven & Milwaukee. The net earn- 
ings per mile for the quarter were only $378 on the 
Chicago & Grand Trunk, and $293 on the Detroit & 
Milwaukee. Onthe Grand Trunk they were $435. 
Carrying through business at the low rates current 
last winter is evidently unprofitable for these roads, 
yet the rates were higher then than they have been 
since. The Chicago & Grand Trunk during this first 
quarter of the year carried about one-seventh of the 
total Chicago shipments and nearly as much as any 
other road, and more than in any previous winter. 
The inference is that if it, with more than ever before, 
did so poorly, the other roads, the older of which car- 
ried less than ever before, must have had very unsatis- 
factory profits indeed from this traffic, which it is 
evident can have yielded but a small part of the 
profits of such roads as the Michigan Central, the 
Lake Shore and the Fort Wayne. The Lake Shore's 
net earnings last year were at the rate of $1,407 per 
mile per quarter, and in this particular quarter 
were $1,327, This year the Lake Shore carried but 
little more of the Chicago freight eastward than the 
Chicago & Grand Trunk, but doubtless several times 
as much live stock and many more passengers, and its 
working expenses were doubtless very much below 82 
per cent. of its receipts. 

It is probably true of the other new roads that while 
they have got a large share of the Chicago traffic they 
have had but a small share of the profits on it. 








A “Railway Invention Bureau” has recently been 
established in Youngstown, Ohio, of which Mr. 8. G, 
Hair is President, and Mr. J. F. Wilson, Secretary ; 
other members of the board of managers being Messrs, 
Charles Latimer, Chief Engineer of the New York, 
Pennsylvania & Ohio Railroad; G. Lindenthal, En- 
gineer of the Monongahela River Bridge, and H. Ham- 
ilton, of Youngstown. They claim to have an ad- 
visory corps of able railroad officers, and offer to give 
all inventions recommended by their Advisory Board 
a full, fair and impartial test at the expense of the 
patentee or his representative ; to render a full state- 
ment of its merits or demerits, and to cause it to be 
put into use so far as possible. For these services the 
Bureau is to be compensated by an examination fee of 
$25, and by receiving an interest in the patent—how 
much is not stated. 

It is to be feared that this last provision will prove a 
serious impediment to the otherwise great use which 
an efficient and independent bureau of tests might 
have. Experience has so abundantly proved that the 
functions of a judge cannot safely be committed to an 
interested party, that an opinion rendered by such a 
tribunal, however honest and able it may be, carries 
little weight. Therefore the proposition which this 
bureau offers to the inventor amounts to but little 
more than this: That it will act as his agent and give 
him such prestige as may result from its promoting it, 
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if he will satisfy it at his own expense that his inven- 
tion is valuable, and will give the bureau an interest. 
Reports rendered under such circumstances will hardly 
carry as great weight with the railroad companies as if 
a single railroad, with a competent staff, had been in- 
duced to make similar tests; which can usually be 
effected for inventions of some prima facie merit, if 
the inventor will pay the cost. Therefore it seems 
probable that recognition for meritorious improve- 
ments will continue to be sought chiefly in this latter 
way. 

Doubtless it would be possible, and vastly profitable, 
for the railroad companies to maintain, through some 
co-operative organization, a bureau of research and 
tests, with the sole object of finding out the truth, the 
scope of which should cover many things besides 
patented inventions. Some such bureau may grow out 
of the present technical associations, though the 
amount of intere:t which the railroad companies now 
take in these societies is not such as to make one con- 
fident that there will soon be such an outgrowth. 








The financial panic which broke out two weeks ago, 
after the closing of the Marine Bank and the suspen- 
sion of a number of prominent New York private 
firms of bankers and brokers, has had little direct 
effect so far observable except on the prices of rail- 
road securities, and here it is confined to railroad 
stocks and a few of the more speculative railroad 
bonds. But the effect on stocks has been serious, and 
the best of them have suffered—eyen some preferred 
stocks which are really more secure than most bonds. 
Evidently the decline is no temporary flurry, for after 
two weeks prices are lower than when the break oc- 
curred, and notwithstanding the great decline, and 
though time enough has elapsed to enahle investors to 
get their means in hand and take advantage of the low 
prices, there are no large purchases by them. It is, 
however, not safe to say that the present low level of 
prices will long continue. That depends on what is 
forcing them down. The general industrial situation 
has not changed within the past few weeks, of 
course. All the facts which tend to limit or 
reduce railroad profits are the same now that 
they were a month or two ago, with the exception 
that they are more widely known. With few excep. 
tions, they were known long ago to all who took the 
trouble to investigate. One fact which does not affect 
profits, but does affect prices, however, has come very 
clearly to light, which is that the resources of many 
of those who believed in higher prices, and who there- 
fore were holding more stocks than they could pay 
for, have become exhausted. A very large portion 
of the share capital of our railroads is always 
held on a margin, the larger part of the 
price being advanced from day to day by the banks. 
A year ago $10,000,000 of Chicago, Milwaukee & St. 
Paul common stock may have been held by parties who 
had paid for it with $1,000,000 to $2,000,000 of their own 
means and had borrowed the other $8.000,000 or $9,000,- 
000 from financial institutions. As the price has gone 
down from 100 to below 70, they have had to *‘ put up 
more margin,” or tosell out to those who could. When 
the price began to fall rapidly, some lenders were 
left with large blocks of stocks which they had taken 
as collateral, and on which it is necessary for them to 
realize: for these lenders are banks which must have 
their funds in hand to pay depositors on demand. The 
consequence is that stocks are now going upon the 
market at a time when those confident in higher 
prices have had their resources exhausted, and when 
the banks must be exceptionally conservative in mak- 
ing loans. Very much less money can be raised on 
the whole body of railroad stocks now than a 
short time ago, for not only have the prices 
fallen, but the banks require a larger margin, 
and many stocks will hardly be accepted at all. Last 
February when Union Pacific sold at 85 the banks 
might have advanced $75,000 on a thousand shares ; 
now, when it fluctuates between 35 and 40, they will 
hardly accept it all. Thus when an unusual number 
of stocks are offered for sale, purchasers, in spite of the 
lower price, require a larger amount of money of their 
own to buy them in the usual way—the only way in 
which a large quantity can be sold ina short time— 
and they have less money than usual at command. If 
American shares were in good repute abroad, there 
would be under these circumstances a flood of orders 
from London, Amsterdam, etc., which would prevent 
any such extreme depression of dividend-paying stocks 
as we have seen in the last two weeks. But theforeign 
market for American shares has been nearly ruined by 
some particularly disreputable confidence games, for 
which the soundest and most thoroughly managed 
undertakings in this country now have to suffer. 








April Accidents. 


Our record of train accidents in April, given on another 
page, contains notes of 24 collisions, 60 derailments and 4 
other accidents, a total of 88 accidents, in which 19 persons 
were killed and 168 injured. 

As compared with April, 1883, there was a decrease of 
18 accidents and of 7 in the number killed, but an increase 
of 54 in the number of persons injured. 

These accidents are classed a3 to their nature and causes 
as follows. 












CoLLisions: 
11 
Butting.. + ae 
Crossing 2 
-—24 
DERAILMENTS: 
cc Ri ccederevereteRbeaRehsehaeen SSRCENED ROSSS 1 
Broken frog. . 1 
Broken bridge 1 
Spreading of rails.. ti cilha raiment cas caee 13 
Ss ok ica tee aas cnevn anecarhesen sae en, Sahoo 3 
ise noi cake ada: c6ks se aes ee anes Shhweeetek 4 
I oa tri ac cb cians Sa ch GS denise ecaadtaeuee (oa) wae 1 
NO a5 onc na eda! mas so deddcandas ssvinnes 2 
ST IN. os ceca te ot ccbk 1500b Ven bedega Phakesckanious 3 
Nk Gnaveds be paieeeedin) Obeesena 280; e8eeandeesaee 6 
I Me ns: sc aaacaks asks SadeuaneGnneabennia cscs 6 
BEATE HOLDOSSLY TOMOVED qo ic ccen csccceccsscecsccus J acee ee: 
eee ee coded Aehibhbessnnneiiatsnnces 18 
——60 
OTHER ACCIDENTS: 
NE I oo 5555'5550,0 6b es bib KseeeKvsCbaobaeeeée Se 1 
SIND ic 5S aevcddbaveudnonvieabccussenesss i 
broken axle not causing derailment ............. +6. «+. 1 
A EN I WMIREIE oo iran 6% cea ccbecctGncdencicesst<e x ‘ 
MRinacaaken accel Fanaee sont ickawee oxcemeateae: \aareses 88 


Three collisions were caused by mistakes in train orders 
or failure to deliver or obey them; two by cars carelessly 
left upon the main track; one by a misplaced switch and 
one by failure to use signals when needed. It is probable 
that the want of proper signals or failure to use them 
caused several other collisions also, but this is not made 
certain by the information received. 

The only broken bridge recorded was a wooden bridge, 
but no particulars of its failure are given. 

A general classification of these accidents is as follows: 


Defects of road 


Defects of equipment.. ..... 9 3 12 
Negligence in operating.... 24 6 si 30 
Unforeseen obstructions... .. 10 1 11 
Maliciously caused.... .... a 1 ae 1 
Gnexplained..............6% ial 18 ag 18 

AM go 5 5 Kiciics Kgecesd 24 60 4 88 


This division shows negligence in operating as the cause of 
34 per cent. of the total number of accidents, a little over 
one-third, and a larger proportion than is due to any other 
of the general causes given. The proportion of accidents of 
management is therefore somewhat less than usually given 
in the record, and so far the showing for the month is not a 
bad one. 

A division according to classes of trains and accidents is 
as follows: 


Accidents: Collisions. Derailments. Other. Total 
To passenger trains........ ‘ 22 1 25 
To a pass. and a freight.... 4 - a 4 
To freight trains.......... 18 38 3 59 

8 ake) SaaS OS 24 60 4 88 


This shows accidents to a total of 112 trains, of which 31, 
or 27.7 per cent., were passenger trains, and 81, or 72.3 
per cent., were freight trains, 

Of the total number of accidents 55 are reported as having 
happened in the daylight, and 33 at night. The proportion 
of night accidents naturally diminishes as the hours of day- 
light grow longer. . 

The persons killed and injured were as follows : 

Killed. Injured.——— 





m- m- 
ployés. Others. Total. ployés. Others. Total. 
In col isions..... 2 . 2 17 10 27 


In ‘derailments.... 15 2 17 51 89 140 
In other accidents. ee na 1 i 1 
Total.:........ 17 2 19 69 99 «168 


Employés formed 89 per cent. of the killed and 41 per 
cent. of the injured, or 46 per cent. of the total number of 
casualties. 

Of the 187 persons killed or injured, 29-were in collisions, 
157 in derailments, and 1 in the other accidents. Deaths 
were caused by 2 collisions and 12 derailments ; injuries by 
9 collisions, 15 derailments and 1 other accident. In all 14 
accidents caused death and 25 injuries but not death, leaving 
49, or 56 per cent. of the whole, in which no serious injury 
to persons is recorded. 

The month of April makes a favorable showing, the num- 
ber of accidents reported being the smallest we have re- 
corded since June, 1882. The number of deaths is the 
smallest reported since Marcb, 1883, and while the number 
of injured is large, it is to be noted that a large part of these 
injuries resulted from a few accidents, and that many of 
them were but slight. As the accidents have run fcr some 
time past, it is something to have less than 100 reported in a 
month. 

In some respects the record is such as might be expected. 
But one broken rail is reported, in sharp contrast to the 
cold months of the winter, and there is also a falling off in 
broken wheels and axles. On the other hand, the accidents 
from spreading of rails are numerous, as might be expected 
in the early spring, when road-beds are softened by the 
coming out of the frost and there bas not yet been time to 
do thespring work. Cattle begin to make their appearance 
as a cause of accident and the wash-outs caused by the 
spring rains are the cause of a number of mishaps. 

The misplaced switch we have always with us, but the 
accidents from this cause last month were not very many in 
number, including only six derailments and one collision. 

But one malicious derailment is recorded, and that was 
the work of train robbers, who removed a rail for the pur- 





pose of wrecking the train, but did not succeed in robbing 
it, 

A singular feature of the month is the very small number 
of collisions. They formed but a little over one-fourth of 
all the accidents, while fora long time the proportion has 
never been below one-third and has often risen to very 
nearly one-half. It is also to be noted that the butting col- 
lisions were equal in number to the rear collisions, although 
there are usually at least twice as many of the latter as of 
the former. Something of this may have been due to 
lighter traffic, requiring the movement of fewer trains, and 
something, let us hope, to increasing care and watchfulness 
on the part of officers and trainmen. It is to be remembered 
that comparatively little new road has been opened for 
some months past, and that on the older roads for several 
months the tendency has been to reduce the working forces 
rather than to increase them. There are probably fewer 
raw men at work on railroads now than for many montbs 
past, and this alone would be a sufficient cause for a decrease 
in accidents. 

For the year ending with April the record is as follows: 


Accidents. Killed. Injured. 

BM dak dakisninkenkcs sacbaecduseceaweres 120 28 77 
nek Rika cemicicn daoemianihs omeseunns 91 38 95 
ings sns dxnmetsagensiedencnas sien seca 119 57 204 
eb sa sbkeecewhessactuneds. eavatone 144 42 136 
September....... .. Madsancassse sasens 158 44 183 
RE cchabd Snduateransen <sdanksceons 174 43 234 
ks cecncameoucdeeuinn at. wesbe 122 34 235 
DES,  kuwceicdueredseclens wsgusearns 112 32 113 
hint a naaheRtes Ghimeean wemeaws 147 56 240 
EG veas: evened osncteseense 0s. Rae 110 22 150 
MERE Rawkeccs! cvakeus 2-008, e0aeenses 315 26 172 
Es Mine Se NRN eh Ke aeednese dneded 88 19 168 
Total..... racdammaebbabnatsavkeucinns 441 1,947 
Total, same months, 1882-83. 424 1.795 
- ae - 1881-82. 408 1.348 
= By . 1880-81. 385 1,673 





The yearly average for the four years is 1,435 accidents, 
415 killed and 1,691 injured. The last year was therefore 
above the average in all respects. 

The averages per month for the year were 125 accidents, 
89 killed and 162 injured. April was thus below the aver- 
age, except in the number of injured. 

The averages per day were, for April, 2.93 accidents, 0.63 
killed and 5.60 injured; for the year, 4.10 accidents, 1.20 
killed and 5.31 injured. 

The average casualties per accident for April were 0.216 
killed and 1.909 injured; for the year they were 0.294 killed 
and 1.298 injured, showing for the month a lower average 
of deaths, but a higher one of injuries. 








Pennsylvania Railroad Earnings in April. 





The report of the Pennsylvania Railroad for the month of 
April surprises by showing a small increase in gross earn ~ 
ings, after a decrease for four successive months, which in 
some months was important. The gross and net earnings 
and working expenses of all lines east of Pittsburgh and 
Erie in April this year and last were : 


1884. 1883. Ine. or Dee. P.c. 
Gross earnings..... - $4,156,509 $4.061,750 + $94,559 2.3 
ee 2,461,853 2,593,919 — 132,066 5.1L 





$1,694,456 $1,467,831 + $226,625 15.4 

The decrease in expenses is not so remarkable. The fall- 
ing off of net earnings in the first quarter of the year had 
been so important that a great effort was likely to be made 
to reduce expenses, and with ths property in the excellent 
condition that it has been for along time, and probably a 
surplus of rolling stock, a very considerable reduction of 
expenses is possible. Notwithstanding the reduction, the 
expenses are still nearly 60 per cent. of the earnings, and 
larger than in any month previous to December, 1881. 
since 1873. 

For 12 successive years the April earnings and expenses of 
these lines east of Pittsburgh and Erie have been: 

Grose Net 

Year. earrings. Expenses. earnings 
I Pe $3,613,045 $1,158,736 

3 1,114.268 
1,085.497 

836,875 

581,576 

877.297 
1,931.028 
1,495,582 


Net earnings. ...... 











2 


26.539 





1,655,810 
; 1.319 311 
4.061.750 2,592,919 1.467,831 
4,156,309 2,461,853 1,694,456 

The gross earnings, thus, while but 24 per cent. more than 
last year, were nearly 8 per cent. more than in 1882, when 
they were more than ever before. The working expenses, 
ov the other hand, were the smallest since 1881, while the 
net earnings, like the gross, were larger than ever before, 
though only a little larger than in 1881. They are very 
much larger than in any previous month of this year, which 
is unusual; in five of the eight years since 1876 the net earn- 
ings have been less in April than in March. Last year they 
were $12,400 more in April; this year $290,000 more. 

The lines west of Pittsburgh and Erie also make a better 
showing in April than in any previous month since October. 
The surplus over all liabilities for interest, rentals, etc., or the 
deficiency in meeting them, in April for six years has been : 





1879. 1880. 1881. 1882. 1883. 1884. 
Deficit. Surplus. Surplus. Surplus. Surplus. Surplus. 
$96,676 $392,269 $338,592 $80,557 $124.382 $49,682 


Nevertheless, the profits from this system in Avril were 
less this year than in any other, except 1879 and 1882. 

If we add the profit of this system to the net earnings of 
the eastern” system, we have as the Pennsylvania Railroad 
Company’s profits from the two systems : 

1879. 1880. 1881. 1882. 1883. 1884. 
$934,352 $1,8U7,851 $1,944,403 $1,338,868 $1,592,213 $1,744,138 

Thus, though the profits were larger this year than in 
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1882 and 1883, and nearly twice as great as in 1879, they 
were smaller than in 1880 and 1881. 

For the four months ending with April the lines east of 
Pittsburgh and Erie report a decrease of $722,800 (4.6 per 
cent.) in gross earnings, a decrease of $391,513 (3.8 per 
cent.) in working expenses, and of $341,287 (6 per cent.) in 
net earnings. For eight successive years the earnings and 
expenses of this eastern system for the four months ending 
with April have been : 





Gross - Net 
earnings. oo h00, 008 ear: ings. 
$9,184,566 $6.400,006 $2,784,560 
9,446 6,1 00:06 3,346,027 
10,312.564 6,103,785 4,:'08,779 
12,794,681 7,189,570 5,605,111 
13,889,508 8,069,704 yyy 
2 14,448.219 9,559,415 804 
be 5 892,707 10, 161, 893 5, 730.814 


15,159,907 9:770,380 5,389,527 

The gross earnings were exceeded only in 1883, as is true 
of the expenses also; but the net earnings were not only less 
than last year, but Jess also than in 1880 and 1881. 

The surplus or deficit of the system west of Pittsburgh 
and Erie for these four months, for six successive years 
has been: 

1879. 1880. 1881 1882. 1883. 1884. 
rey Surplus. Surplus. Surplus. Surplur. Deficit. 

783 $1.317,177 $1,409,311 $7,271 $401,022 $315,808 

For the four months, therefore, this system has made a 
less favorable return this year than ever before. 

Adding the surplus and subtracting the deficit of this 
western system from the net earnings of the eastern sys- 
tem, we have the following as the profits of the company 
from the two systems: 


1879. 1880 §81. 1882. 1883. 1884. 
$4,261,562 $6,922,288 $7, 238, 115 $4,896,975 $6,131,836 $5,073.719 


Thus the profits this year are less than in any other since 
1879 except 1882, and are $1,058,000 less than last year, 
$2,155,000 less than in 1881 and $1,848,500 less than in 
1880. The decrease fromAast year is about 1 per cent. on 
the capital stock of the company as it stood before the Jast 
dividend. Che amount of this decrease was reduced $152,- 
000 in April. 








For the week ending May 24 the through and local ship- 
ments of flour, grain and provisions eastward by rail from 
Chicago, according to the incomplete report to the Board of 
Trade, were 53,675 tons, against 46,931 tons in the previous 
week of this year and 20,657 tons in the corresponding 
week of last year. Of the shipments last week 6,914 tons 
were flour, 37,327 grain, and 8,434 provisions. The in- 
crease over the previous week was in grain and provisions, 
while there was a considerable decrease in the flour ship 
m<nts. The percentages shipped by each road for the past 
five weeks have been : 





——_ ——_ —- Week ending-——__—-_—___—. 

Apr.26. May 3. Mayi0. May 17. May 24. 

C. & Grand T... .... 10.6 17. 14.7 20. 25.3 
a eee ULL 10. ‘9 12.8 11.0 144 
Lake Shore ......... 12.4 14.3 16.0 16.7 13.9 
Nickel Plate _....... 106 9.6 12.6 119 10.2 
Fort Wayne ......... 13.2 17.2 18.9 14.2 124 
A EY 4 Aer 9.8 9.2 8.2 78 5.5 
Bait. & Ohio......... 10.4 9.8 7.6 8.6 9.6 
Ch & Atlantic....... 21.9 11.9 9.2 8.9 8.7 
WOR is. cievcvennce 100.0 100.0 100.0 100.0 100.0 


The extraordinarily large share going by the Chicago & 
Grand Trunk last week is noticeable, and the more so be 
cause the local shipments by this route are not likely to be 
large. Its gain seems to be chiefly at the expense of the 
two Pennsylvania roads, which carried but 17.9 per cent. of 
the whole, 22 per cent, the week before, and 27.1 in the 
week to May 10. 

For six successive weeks the through and local shipments 
have been, in tons: 























- hs ea a 

Apr. 19. apr 26. May 3 10. May 17. May 24. 

Flour...... 11,845 11,561 10, 024 ary 12 7,877 6,914 

Grain. ....2< 65,944 51,242 44.575 36,603 32:376 37,327 
Provisions.. 5,118 5.098 6,735 7,583 6,678 8,43 

Total.. ... 82,907 67,899 61,335 53,598 46,931 52,675 


The first shipments by lake were at the close of the week 
ending April 26. Since the week ending April 19 there has 
been a decrease of 4114 per cent. in the flour ship- 
ments, and of 434g per cent. in the grain shipments, 
but an increase of 65 per cent. in the provision ship- 
ments. The rail shipments, notwithstanding the large 
decrease since navigation opened, are extraordinarily large 
for the season. Last week there was a notable increase over 
the previous week (1214 per cent.) Shipments have always 
been lighter in May than in previous months; and often 
lighter than in June. The farmers carry little grain to 
market in May, for they are very busy then; if the season 
is early, so that they get tLeir corn planted before June, 
they are likely to carry a great deal of corn to market in 
June if they have a large surplus stock. In 1880, an 
early season, the Chicago receipts of corn were 
8,600,000 bushels in April and over 11,000,000 in May and 
June; in 1881, when the spring was very backward, 2,000,,. 
OO bushels were received in April, 4,659,000 in May, and 
about 11,000,000 eachin June and July. Since that year 
there has not been a great surplus of corn tospare, and last 
year 3,436,000 bushels were received in April, 3,729,000 in 
May, and 7,201,000 in June. The season is earlier this year 
tban last, but the farmers have perbaps less corn to spare 
this year than ever. What they have is likely to come 
forward freely in June, and it will not be likely to stop long 
in Chicago on the way. 

But while the Chicago receipts may be larger in June than 
in May, the stocks in the Chicago elevators have been 
greatly reduced, and if there is an advance in rail rates, 
which is desirable, the rail shipments will probably be de- 
cidedly smaller in June than in May, which they may be and 

still be larger than last year and the year before, 


J 





The Rochester & Pittsburgh Railroad has been reporting 
an immense increase in gross earnings this year, made, bow- 
ever, with a great increase of mileage also. For the first 
quarter of the year this iucrease was from $74,274 to $227,- 
896; and even in earnings per mile there was an increase 
from $594 to $787, or 32 per cent. The report to the Rail- 
road Commission for this quarter, however, shows that the 
working expenses and taxes this year were $230,800, or 
$2,904 more than the earnings. Meanwhile the interest on 
funded debt ($89,543), rentals ($29,675), and “miscellaneous” 
payments ($5,815), amounted to $75,033, so that there was 
a deficit of $77,957 for the quarter. The railroads between 
Western New York and the bituminous coal regions of Penn- 
sylvania seem to be getting too numerous. 








The Boston, Hoosac Tunnel & Western Railroad reports 
to the New York Railroad Commission that its operation in 
the first quarter of this year resulted in a deficit of $10,628, 
the gross earnings baving been $94,478, and the working 
expenses and taxes $105,105. There are 88 miles of the 
road, so that the gross earnings for the quarter were only 
$1,074 per mile. 








Immigration in April and for the four months ending 
with April for four successive years has been: 


1881. 1882. 1883. 1884. 
ree Le errr 95,351 104,274 78475 66,800 
Four | en 175,807 216,244 147,210 133,274 


The decrease for April from last year is 15 per cent. and 
from 1882 is 36 per cent.; for the four months the arrivals 
are but 914 per cent. less than last year, but they are 39 per 
cent. less than in 1882. The April arrivals indicate the 
season’s immigration much better than those of previous 
months. They were 13.3 per cent. of the year’s arrivals in 
1881, 14.6 in 1882, and 14 per cent. last year, or not far 
from one-seventh of the whole ineach year. At this rate 

he arrivals this year will be 468,000. This is a larger 
number than bad ever arrived in any one year until 1880. 
Since June, 1879, 2,648,000 immigrants bave arrived in 
this country, and more than 2,200,000 since the Census was 
taken. Previous periods of heavy immigration have lasted 
eight or nine years—the first from 1847 to 1854, inclusive, 
during which 2,666,000 arrived (averaging 323,000 yearly), 
and the second from 1865 to 1874, inclusive, during which 
3,233,000 arrived (averaging 340,000 yearly). There must 
be a great further decrease before the immigration falls off 
to the figures of these periods, when it was the largest that 
had ever been known up to 1880. 

Of the arrivals in April this year 47,288 (70.8 per cent.) 
landed at New York, and as by far the larger part of these 
go west or to the interior by one of the trunk lines, it is ec sy 
to understand that the carriage of them is an important 
source of earnings. 








A correspondent asks whether it is practicable to work a 
consolidation locomotive with 15 ft. wheel-base around a 26° 
30’ curve; and, generally, inquires what determines the 
radius of the curve required for a locomotive with a given 
wheel-base. 

At the ninth annual convention of the Master Mechanics’ 
Association, in 1876, an unusually ‘ weighty ” committee 
**on Construction of Locomotives,” consisting of Messrs. 
Sedgley, Brooks, Hudson, Fry and Hodgman, entered quite 
fully into this subject. They reported that ‘‘long trains of 
80 to 90 loaded cars were hauled by consolidation engines 
around sharp curves of 8° 50’ and less, and in exceptional 
cases very much sharper curves are passed;” instancing 
a Y on the Baltimore & Ohio, of 136 ft. radius (43°), 
which consolidation engives were “run around without 
trouble. In fact, no difficulty has been reported in using 
them in all cases like ordinary freight engines.” 

The ordinary wheel-base of consolidation engines (13 ft. 
9 in. to 14 ft. 9in.) being but little more, and sometimes 
less, than that of ordinary 10-wheel and Mogul engines, no 
reason exists why tkey chould not pass around the same 
curves, and the flanged wheel-base, it may be noted, rarely 
exceeds that on ordinary American engines by more than a 
few inches; but a wheel-base of 15 ft. is unusually long. 
Ten-driver narrow-gauge locomotives, having 8,000 lbs. on 
each driver and a wheel-base 13 ft. long, pass with apparent 
ease at slow speeds over 24° curves on the main line between 
stations on the Mexican National Railway, and, we believe, 
also in Colorado, although such extremes are not intended 
as more than a temporary make-shift for a few years. A 
very broad tread is necessary on the unflanged drivers, and 
in some cases double rails have been Jaid to prevent the 
unflanged drivers dropping off the rails, which is the most 
Serious danger on such very sharp curves. A very slight 
widening of gauge being presumed, there is no theoretical 
reason, of course, why a wheel-base with only four flanges, 
however long, may not pass around any curve, however 
sharp. The resistance from friction and the danger from 
the angle of wheel-flange te rail are the only causes which 
fix a limit. 








A very amusing article on that seemingly dry subject, 
‘* The Most Economical Poiut of Cut-off,” for steam engines, 
by Prof. De Volson Wood, appears in the current (May) 
number of the Journal of the Franklin Institute, in 
which Prof. Wood uses the form of a satirical dialogue 
between *‘Jobn Doe,” a manufacturer, and ‘ the Professor,’ 
who is his antagonist. The Professor attempts to main- 
tain by mathematics the curious proposition that 
“the only opportunity of saving money lies insaving 
steam per horse power per hour,” ragardless of cost 
of interest and repairs. The dialogue can hardly be quoted 
piecemeal, and is too long for our columns, but it is a neat 
and destructive bit of criticism, which will interest those 


with aturn for theoretical controversy, without painfully 
burdening their minds to follow the argument. Professor 
Wood has been long knowa as a matbematician and author, 
as wellas inventor and mechanic, but bas not heretofore 
appeared in print as a humorist. 





An attempt is now making to reorganize the Institution of 
Civil Engineers, to the extent at least of giving non-resident 
members equal voting rights with residents. In that Soci- 
ety, as it stands, only those present at meetings have the 
right to vote, and no little dissatisfaction has been expressed 
at intervals at the practical control of the institution by a 
little coterie of resident members who, it is claimed, abuse 
their power to elect inferior men through a process very 
like what Americans know as log-rolling. 

Similar complaints of undue local control have been made 
in the American Society of Civil Eogineers, but with far 
less reason, for every member of the Society, wherever 
located, has the right to vote, and it bas never even been in- 
sinuated that inferior men were selected for office. Neither 
do the facts lend much support to the claim, so often made 
in urging the formation of chapters of the 
American Society, that the proportion of  resi- 
dent members is much lower than in England. It appears 
that in the Institution of Civil Engineers, out of 3,588 
members and associates, 32 per cent. are resident, 40 per 
cent. non-resident home members, and the large proportion 
of 28 per cent. foreign residents. In the American Society, 
out of 699 members, 149, or 21 per cent., are resident. It 
is true that as the American Society increases the dispro- 
portion of resident members may also be expected to in- 
crease. This has been the case in the English Society, for as 
late as 1866 the resident members were 50 per cent. of the 
whole instead of only 34 per cent. The very rapid growth 
of the American Society recently may be expected to work 
a similar result. until, when the Society has reached even 
half the membership of the Institution, the proportion of 
resident members will hardly exceed 10 to 15 per cent. 
The argument in favor of loca) chapters will then become 
very strong. 








Answers to the “ Problem in Location” published in our 
jssue of April 14 continue to come in, four new ones baving 
been received since the publication of replies in our last is- 
sue ; but, as was then stated, the problem hardly seems of 
sufficient importance to warrant tbe publication of so many 
different replies, especially as all of those recently received 
have given correct solutions, not differing very radically in 
method. 





Record of New Railroad Construction. 








This number of the Railroad Gazette contains informa- 
tion of the laying of track on new railroads as follows : 

Birmingham Mineral.—Track laid from Grace’s Gap, 
Ala., to the Sloss Mines, 744 miles. Gauge, 5 ft. 

Fargo Southern.—Extended from Hicksov, Dak., south 
to Wabpeton, 20 miles. 

This is a total of 2714 miles of new railroad, making 913 
miles reported to date for the current year. The total track 
reported laid to the corresponding date for 12 years past, 
is as follows : 





Miles. ' 
Pitshacedsneseenenkens sks 913 | 1878 
__ , Re EE ee ee 1,593 ; 1877 
SOUR 3 ycadsusbadvss tao tows 3,203 | 1876 
aneésesciade wenninesote 1,480 | 1875 
SSS ES es a 1,519 | 1874 
WE pcptsssenseneetinsae & 619 | 1873 





These statements include main track only, no account 
being taken of second tracks or other additional tracks or 
sidings. 








NEW PUBLICATIONS. 
Picturesque B, & O. Historical and Descriptive. By J. G. 


Pangborn. Issued by the Passenger Department Tf the 
Baltimore & Ohio Railroad. 


This is the earliest and also the most ambitious of the sum- 
mer excursion books, which at this season form so large a 
part of railroad literature. Itis also one of the very tew 
books of its class which are worth preserving after they 
have served the temporary purpose for which tbey are, 
issued. It is a guide-book to the main line of the Baltimore 
& Ohio road, with also considerable space devoted to the 
Virginia Springs, which can be reached over itsiine. The 
descriptive matter is light and pleasant, good of its kind, but 
the chief value of the bvok is in its illustrations, most of 
which are specimens of wood engraving of tbe best class. 
Nearly all of them are from sketches by well-known artists, 
who bave readily found congenial subjects in the picturesque 
scenery of the upper Potomac, the Cheat and Savage rivers, 
the Youghiogheny and in the Shenandoah Valley and the 
beautiful bill country in which the Virginia Springs are 
found. The engraving is well-done and the book is really 
worth a more permanent form. 

Summer Retreats and Homes on the Erie. Issued by Jobn 


N. Abbott, General Passenger Agent of the New York, 
Lake Erie & Western Railroad. 


This is a much less ambitious book, but is a very bandy 
and useful guide to the country along the Eastern and Dela- 
ware div:sions of the Erie and their numerous branches. 
There is but little descriptive matter, but the book con- 
tains a very full directory of the places reached by the road 
in the mountain region along the upper Delaware and the 
pastoral valleys of Orange and Ulster Counties, giving the 
names of desirable country hotels, boarding and farm houses 
where accommodations may be bad, with distances, rates of 
fare, price of board and other information of value to all 
who seek recreation, health or sport. It will be a valuable 
aid to the very large number of New Yorkers with whom a 





country residence for at least part of the summer is now a 
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fixed habit. Mr. Abbott adds a map, on which, besides the 

usual information, “trout,” ‘ bass,” ‘‘ pickerel,” ‘‘ grouse ” 

and other titles attractive to the sportsman are printed here 

and there in a way which recalls the legends which used to 

be found in the old maps. 

Summer Homes and Resorts on the West Shore of the Hud- 
son and in the Catskill Mountains. Published by the 


Passenger Department of the New York, West Shore & 
Buffa!o Railway. 


This book is also unambitious in form, with only a reasona- 
ble amount of description and a few illustrations of fair 
quality. It has, however, that completeness which has thus 
far characterized all of the publications of the West Shore 
road, and one familiar with the country can fairly say that 
it is the best guide book yet published to the Catskill Moun- 
tain region, which has for years been the summer home of 
mavy thousand New Yorkers, and which has lately begun 
to attract many visitors from other cities. It contains very 
full information not only as to the railroad itself, but also 
of stage lines and other tributaries, and has voluminous 
lists of hotels and boarding houses with their accommoda- 
_ tions and, what is an important point with many people, 
their prices, It is accompanied by asatisfactory map of the 
Catskill country, on a scale large enough to make it useful 
to the tourist. 








Small Locomotives. 





Engines built for very narrow-gauge roads with curves 
and grades of exceptional severity naturally require some 
general modifications in design as compared with the ordi- 
nary run of locomotives for the standard, or even 3 ft. 
gauge; but still further modifications are required to adapt 
engines for successful use on small isolated lines, or in log- 
ging camps, many miles from any properly equipped repair 
shops. Insuch situations, engines are generally run by 
men having little mechanical experience, but desiring to get 
the utmost out of the engines uuder various trying con- 
ditions—rough roads, bad water, incessant work, indifferent 
repairs, ete, 

It is evidently important to so design these engines that 
the owners can easily and cheaply effect repairs, and Messrs. 
H K. Porter & Co., of Pittsburgh, who make a specialty of 
small engines, have endeavored to meet this want by a great 
many ingenious appliances, and have adopted many special 
methods of construction expressly designed to facilitate 
repairs. 

When the size and general design of engines differ 
within wide limits, and few orders exceed two or three en- 
gines at a time, it would appear difficult to build locomotives 
cheaply, the constant repetition of work being essential to 
the three primary requisites in modern machinery, accuracy 
of workmanship, interchangeability of parts, and last, not 
least, moderate cost. This difficulty is, however, disposed 
of by making the same details serve for many different 
classes, and in some cases different sizes of engines. In this 
way a few distinct classes of details will serve for a great 
number of apparently widely dissimilar classes of engines; 
while the details can be made regularly in large quantities 
for stock. 

This method of working has saveral advantages, as, in ad- 
dition to the reduced cost of production, the work is inter- 
changeable and more accurate when made in large quanti- 
ties, which permit of the use of proper templates and gauges 
to insure interchangeability. The finished details being al- 
ways in stock, spare parts needed for repairs can be sup- 
plied and sent off to a distant customer at short notice, and 
if a new engine is wanted in a hurry, most of the details be- 
ing already finished, little remains to be done beyond assem- 
bling the various parts together. As an example of the ra- 
pidity with which an engine can be built under this system, 
we may mention that the firm in question recently com- 
pleted and shipped a Mogul engine with 12 by 18 in. cylin- 
ders, in just 14 days after receipt of order. 

The werks, which employ about 250 men, and turned out 
80 engines last year, are now engaged on a great variety of 
orders, engines of widely differing sizes, gauges, types and 
destinations being in process of construction. 

A Mogul engine with 10 in. by 16 in. cylinders, weighing 
35,000 lbs., is now being built for a3 ft. 6 in. gauge line in 
‘Yesso, the northern island of Japan. This line was laid cut 
by an American civil engineer, Colonel Crawford, who suc- 
ceeded in building it at a much smaller cost than the earlier 
railroads builtin Japan under English engineers, who, if 
rumor be true, treated the unsophisticated Jap much as Mr. 
Bill Nye and his friend proposed to treat the Heathen 
Chinee. Unlike the latter gentleman, the Japanese were 
unprovided with an excess of jacks, but after paying dearly 
for one railroad, resolved to buy in the cheapest market in 
future, and have accordingly since patronized America. or 
native talent exclusively. The line in question is entirely 
equipped with engines by the same makers, and these are 
believed to be the only locomotives of American build run- 
ning in Asia. Germany many years ago sent a few engines 
to the East Indian Railway, and some Russian engines are 
burning petroleum on the shores of the Caspian Sea, but 
with thes» exceptions all the engines in this large continent 
ave of Enghsh mavufacture. 

A somewhat remarkable engine is being built; for a 20-in. 
gauge road in connection witha copper mine. The engine 
weighs 12 tons and the united diameters of the cylinders 
nearly equal the gauge of the line, an excessive proportion 
which is seldom reached. A pair of 26-in. cylinders would 
make a somewhat powerful engine for the standard gauze, 
and the figures give a fair idea of the relative proportions 
of the engine in question, the cylinders of which are 944 in. 
in diameter for a 20-i3. gauge. The engine has a saddle 
tank and four coupled wheels under the barrel of the boiler, 


the eccentrics being on the front axle, and the link hung be- 
tween the main and front driving axles. The fire-box is 
covsiderably wider than the gauge, The main frames 
proper extend as far as the saddle plate of the fire-box cas- 
ing, to which they are attached by a species of expansion 
joint. The joint is adjusted when steam is up, so that the 
bolts bear tightly against oval holes in the cross piece connect- 
ing the frames when the boiler is hot and expanded, and trans- 
mit the drawing strains from the cylinders, etc., to the hind 
draw-head of the engine. As the boiler contracts, the bolts 
move in the slotted holes, and the connection is no longer 
rigid. The rear part of the frame is formed of slabs bolted 
to the sides of the fire-box casing. When pushing, the 
buffing strain is consequently transmitted through the 
boiler barrel, which is as usual rigidly secured at the front 
end to the cylinder saddle, but with such a small engine 
this is not likely to do much harm, the small diameter of the 
steel shell, and its thickness, 5, in,,enabling it to stand a 
compressive strain without injury. 

The rigid wheel-base is only 4 ft., which, small as it is, 
is nearly 214 times the gauge. The engine is fitted with a 
steam brake acting between the wheels. The brake piston 
is coupled to one end of a T-shaped lever, and the other ends 
are coupled to toggle-joint levers between the brake blocks. 

Another engine building for a Southern lumber road of 5 
ft. gauge has cylinders, frame, motion, etc., arranged for the 
4 ft. 844 in. gauge. The only alteration necessary toadaptitto 
the new standard gauge can be very easily and quickly ac- 
complished. The tires simply require to be shifted further 
jn on the wheels, the inner edge of the wheel frame now 
standing out about 11¢ iv, from the tires in readiness for the 
change. This looks somewhat singular when seen from 
between the frames, but is not visible to an ordinary specta- 
tor when the engine is finished. The tires are tapered in- 
side, and the wheel skeleton is turned of course to a corre- 
sponding taper, 5; in , on the diameter of the wheel. The 
tires are pre-sed on the skeleton cold by ascrew press, and 
secured in place by gibs, driven in from the outside a7d 
their ends riveted over on the inside. Rectangular key- 
beds are cut across the rim of the wheel, the tire is put on, 
and the shallow holes are drilled on the outer face of 
the tire when in place. These holes are drilled 
in a line with the key-beds on the skeleton and the 
heads of the gibs being rounded on one side to fit the holes, 
form a key to prevent the tire turning on the whecl, while 
the end of the hole serves as a stop for the head of the gib. 
The gib, being riveted over, cannot shift and has no nut to 
get loose, an objection often urged agaiost the somewhat 
similar method of tire fastening used by the Baltimore & 
Ohio Railroad. This method of tire fastening presents some 
peculiar advantages when upplied to engines stationed far 
from a repair shop. Worn-out tires can be easily removed 
by acouple of men with no other tools than jackscrews, 
hand hammers and a chisel, and replaced by fresh tires 
turned up in a distant shop. This can be dons without lift- 
jng the engine, and some users of engines have two sets of 
tires, one off and one on, and can take off the worn tires and 
substitute turned up tires in a few hours, without lifting the 
engine or losing a day’s work. The worn tires are then sent 
to the makers, turned up and sent back ready for use when 
wanted. The tender for this engine carries only a supply of 
wood for fuel and the chains, drags, hooks, etc., used in 
logging, the water being carried in a saddle tank on the en- 
gine. 

A four-coupled engine for the 3-ft. gauge, with 11 by 16- 
in. cylinders has a single pair of leading wheels instead of 
the usual four-wheel truck. The pony truck being placed 
in front of the cylinder, throws a larger proportion of the 
total weight of the engine on the drivers, which have about 
three-fourths of the weight instead of two-thirds as usual. 
The pony truck wheels are also of comparatively large size, 
28-in. diameter. These seem substantial advantages attend- 
ing this method of construction, which has been largely 
adopted by Messrs. Porter in building four-coupled engines 
for narrow-gauge roads. 

The smallest size of engine usually constructed has cylin- 
ders 5in. in diameter by 10 in. stroke. When made fora 
gauge of 24 in. or more, this s:ze of engine has a boiler of 
the ordinary locomotive form placed between the frames, 
but on narrower gauges, the majn frames stop short at the 
fire-box in the manner already described as adopted for the 
20 in. gauge engines, and the fire-box is made wider than 
the gauge. One boiler for a 25in. gauge measures only 15 
in. wide inside the tire-box, and looks quite a toy. A simi- 
lar engine with 7 by 12 in. cylinders for a 24 in. gauge is 
just finished for contractor’s use in building the tunnels for 
the South Pennsylvania Ruilroad, and another with the 
same size of cylinders,but for a 26 in. gauge, has been lately 
shipped in parts for the Chippewa Lumber and Boom Com- 
pany, Wisconsin. 

Both these engines have cross equalizers attached to the 
leading ends of the front driver springs. The main weight 
of the engine is thus hung on three points, and it is found 
that the riding is much improved in going over a rough 
road. 

An enzine with 10 by 16 in. cylinders has just come in for 
repairs after having been employed by the Union Rolling 
Mills, Pittsburgb, for 12 years, being worked night and day 
with a double shift of men for three years, aud thus making 
an effective 15 years’ service, the character of which is 
well calculated to test the wearing powers of any engine, 
however well designed and put together. This engine was 
fitted with cross equalizers after being at work for some 
time, and the effect in improving the running of the engine 
was very marked. 

Cranes of a peculiar description have been in use in these 





works for many years, and are found materially to facili- 


tate work and save time and laborers in lifting and moving 
boilers and cylinders. One end of an iron trussed beam 
turns on and is supported by a vertical] pivot secured to the 
underside of the roof timbers of the shop. The other end of 
the beam is supported by means of two small wheels run- 
ning on a circular path formed of bar-iron, bent to the 
radius of a circle, struck from the pivot as a centre. The 
outer end of the crane therefore swings in an arc ofa circle. 
A trolley runs freely on the revolving crane-bridge, and is 
fitted with a worm and wheel hoisting apparatus worked 
by band-chains from the floor. The crane therefore 
can lift anything within the space covered by a jib 
crane of the same radius, but as there is no pil- 
lar the floor space is entirely unobstructed. Three 
of these cranes, each capable of lifting 6,000 lbs., are used in 
a small erecting shop, affording space to lay down six small 
engines. Other similar cranes are used in the heavy machine 
shop for transferring wheels, cylinders, etc., from one 
machine to another. This system of cranes is light and 
inexpensive, and could often be applied to existing shops in 
cases where it would be difficult to find room for either gib or 
travelling cranes. The weight of the crane itself and load is, of 
course, carried by the roof timbers, and this necessarily limits 
the size of the crane. The strain, however, is distributed 
over two or more roof trusses by means of the circular path: 
and thus the strain on the roof is not so severe as it 
might appear to be at first sight. Cranes of this class 
would doubtless be found very useful in many shops for 
lifting and moving objects of moderate weight, but are of 
course not calculated to lift a standard-gauge locomotive 
for wheeling, as the extra roof required would probably pay 
for a traveling power crane. The ease and certainty with 
which an object can be moved when suspended from a 
crane is a great advantage, irrespective of the economy of 
labor effected as compared with the old-fashioned system 
of dragging everything over the rough floor of the shops by 
means of small-wheeled trollies and a gang of laborers. 

The boiler shells are now invariably made of steel. The 
plates are sheared with bevel edge by a special shearing 
machine, constructed for that purpose by the Putnam Ma- 
chine Co., of Fitchburg, Mass. The beveled edge facilitates 
caulking, which is done with a round-nosed tool, leaving the 
skin of the lower plate uninjured. The hoie for the steam- 
dome is sheared out in the form shown in the annexed dia- 
gram. The pieces A AAA are flanged up to the circle 
shown by the dotted line and riveted to the dome, giving 
additional strength, without throwing any great strain on 
the plate in flanging. 


-orren 


—-——-—" 


Fig. 1. 


A great deal of the work that in most shops is done by 
turning, planing, shaping. chipping, and filing, is here done 
by various applications of grinding machines. Generally 
speaking, the surfaces that require to be perfectly true are 
machined, while those that merely require to be smooth and 
bright to facilitate cleaning are ground, and all finishing is 
done by grinding. As an example, the holes in the reverse 
levers are drilled and faced, and the side on which the latch 
works is planed, all these surfaces requiring to be true. The 
rest of the lever is then ground and polished, and looks and 
answers its purpose as well as if it had been machined all 
over at a much greater expense. Similarly the cast-iron 
rocker-arms are turned, bored and the holes faced by ma- 
chine, the edges of the arms being ground. Cast-iron rock- 
ers are used exclusively and are considered to give many 
advantages, the metal being homogeneous and without the 
seams and hard spots inseparable from wrought-iron, can be 
turned perfectly round, and though cast-iron is more liable 
to break in the arms, it is regarded as a sort of safety piece, 
yielding to an excessive strain before more expensive parts, 
such as the valve face bridges or expansion links, are dam- 
aged. 

The coupling and connecting rods are also only machined 
at the ends, the whole of the plain part of the rod being 
ground and polished and edges beveled on suitable stones. 
The finish is excellent, though the only hand work required 
is in rounding the beveled edges into the stub ends of the 
rod. 

Small gum rollers, dipped in glue, and then rolled in 
powdered emery, are used to polish articles of complicated 
shape, or those having internal angles or recesses which 
cannot be got at by an ordinary emery wheel. The back of 
the larger half of the expansion link containing the eccentric- 
rod pins is polished in this manner. 

Six grinders are employed out of a total force of 250 
men. All those employed in the grindery have been ap- 
prentices at the works, and have learned their trade there. 
Grinding requires a considerable amount of skill, which can 
only be acquired by practice; but a good grinder can turn 
out a very large amount of work, and save much machinery. 
The grindstones when worn are marked with charcoal to 
find out high spots, and are then hacked with an adze-like 
tool. This keeps the stores circular and improves their cut- 
ting qualities. The stones are always run wet and at a 





moderate speed, and thus the disagreeable and unhealthy 
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dust due to grinding or turning the stone when dry is 
avoided, while the stone has little tendency to burst. It is 
of course important to have a plentiful supply of water 
well distributed over the stone, and capable of being easily 
regulated by the grinder. The trough should be drained so 
that the bottom of the stone is an inch or two above any 
water in the bottom of the trough. If this is not done, the 
part of the stone standing in water all night will be found to 
be very soft in the morning, and will soon wear into a flat 
spot. 

The expansion and lifting links for the very small-sized en- 
gines, 5 by 10 in. cylinders, are of cast steel, the expansion 
links being solid, but with this exception skeleton links cf 
forged steel are used in all engiuves, the bolts uniting the two 
halves being in parallel and not radial holes. The wear can 
then be accurately taken up. Steel thimbles are used in all 





? 


Fig. 2. 


the holes for the link motion pins. A pin is forged solid 
with the saddle, to which it is united by a taper base to give 
ita good hold. A stout hardened steel thimble suitably 
turned to fit the base, and recessed for a small tit or key to 
prevent it from turning, takes the wear, and can of course 
be more cheaply renewed than an expensive forging like g 
saddle. 

Rod brasses are now milled between the flanges by a 
simple modification of an ordinary willing cutter. Two 
cutters are mounted side by side on a spindle, and a small 
washer placed between them permits of an accurate adjust- 
ment for wear of the cutters. Odd brasses needed for repairs 
long after the engines had been built can thus be readily 
made to the right size to fit the rod, and a set of brasses can 
ali be made of the same size with less trouble than 
the ordinary method. The accompanying diagram, 
fig. 2, shows the construction used. The ridge left on the 
brass between the cutters can easily be chipped off by hand. 








TECHNICAL. 


Locomotive Building. 

Three consolidation engines, with the Wootten dust-burn- 
ing fire-box, have been sent to the Pennsylvania Railroad 
for trial. They are torun on the Tyrone Division, using 
the dust or waste coal from the bituminous coal mines on 
that division. They will receive a severe test on the steep 
grades and sharp curves of the line where they are in use. 

The Boston & Albany shops are building a heavy | 4 
ger engine and two new freight engines for the road. The 
treight engines are in progress at the Springfield shop and 
the passenger engine at Boston. 


Car Notes. 


The Ohio Falls Car Co., in Jeffersonville, Ind., has recently 
taken a contract to build four first-class passenger cars for 
the Western & Atlantic road. The company is also building 
10 passenger cars, three baggage cars and one postal car for 
the St. Louis & San Francisco road, and has orders on 
hand for the Cincinnati, Hamilton & Dayton and the Kan- 
sas City, Fort Scott & Gulf road. 

The Laclede Car Manufacturing Co., in St. Louis, has or- 
ders on hand for 75 street cars for St. Louis, Dallas, Tex., 
Kansas City, Springfield, Mo., and other points. 

The Litchfield Car Co., in Litchfield, Ul., is building a 
combination passenger and baggage car for the St. Louis & 
San Francisco road and has several other orders on band. 

The Terre Haute Car Co.,in Terre Haute, Ind., has taken 
an order to build 50 flat cars for the Chicago & Alton road. 

The Chesapeake & Ohio shops in Richmond, Va., are 
poemypen a handsome observation car of a new pattern for 
the road. 





Bridge Notes. 
The Iron Cicy Bridge Works, in Pittsburgh, have been 
recently enlarged by the construction of a template shop, 
50 by 120 ft. The works have recently taken contracts for 
one span of 218 ft., one 7 of 100 ft., one span, 90 ft., of 
double-track railroad bridge, and also for one span of 155 
ft. and one of 135 ft. highway bridge. 

The Phoenix Bridge Co., in Phoenixville, Pa., has taken a 
contract to build an iron pier 1,000 ft. long at Cape May. 
The cost will be about $60,000. 

During the past year Mr. C. Shaler Smith, Engineer, con- 
structed 131 iron bridges besides being engineer of a varie- 
ty of other works. Many of these bridges were for the 
Canadian Pacific, and among them were some very peculiar 
examples of bridge construction. 


Iron Notes. 
A dispatch from Pittsburgh, May 22, says: ‘‘The confer- 
ence committees representing the iron manufacturers and 
the Amalgamated Association met this afternoon. The con- 
ference did not, contrary to expectation, result in a settle- 
ment of the wages question. Various plans were proposed 
and discussed at length, but none proved acceptable. The 
manufacturers’ committee first presented their arguments 
for the proposed reduction of 10 per cent. President Weibe, 
on behalf of the workmen, replied that they had no author- 
ity to accept any reduction. They had been instructed 
to stand out for last year’s scale, and they were bound 
to do so until otherwise ordered. A deadlock having been 
brought about at the beginning, the manufacturers made a 
decidedly new proposition, so far as the wages of iron work- 


tled by arbitration on the same principle as the wages of 
the railroad coal miners are adjusted. This offer met with 
an unqualified refusal from the opposite side. Secretary 
Martin stated that the Amalgamated Association had time 
and again declared itself against the measure. The first and 
only point conceded by ‘the amalgamated representatives 
was to strike out the following provision frvem their 
list of claims: ‘All branches of labor belonging 
to the Amalgamated Association, whether paid by 
the company or not, and not governed by scales, 
shall rise and fall in the same proportion to those 
branches which are mentioned in the scale. President 
Weihe said if last year’s scale was signed, the committee 
would not urge the above provision. This concession, 
although made reluctantly by the workmen’s committee, 
was not considered as at all imporiant by the manufactur- 
ers, and they refused the proposition. The tinal proposition 
came from the manufacturers. They offered to sign the 
scale unconditionally until Sept. 1, provided the iron 
workers would agree to work on the two-cent basis up to 
that time if the condition of trade demanded it. This offer 
was discussed for a lceng time, but was finally rejected and 
the amalgamated committeee filed out of the room, having 
accomplished nothing. 

‘‘Immediately after the conference, the manufacturers 
went into session by themselves. The principal point dis- 
cussed was arbitration. That is the weapon with which 
they will urge their contest with the amalgamated associa- 
tion. To-morrow an application will be made to Judge 
Stowe, asking him to appoint a tribunal of arbitration under 
the Wallace act. Such a board can accomplish nothing un- 
less both sides agree to abide by the result. The Amalga- 
mated Association officials declare they will not become a 
party to the plan, but it is conceded on all sides that the 
manufacturers have made a strong move, and that the 
workmen will be compelled either to accept their proposition 
or go to work at reduced wages.” 


appoint a tribunal of arbitration bas beeu granted accord- 


ingly. 

Str. W. 8S. McIntosh, of Pittsburgh, last week sold the ma- 
chinery of the Superior Rolling Mil: to Oliver Bros. & 
Phillips. The mill was formerly owned by Andrew Kloman 
and since bis death bas been operated for part of the time by 
his estate, but has not been very successful, and the late 
owners were unable to meet the expense of tbe costly im- 
provements which Mr. Kloman had made in the mill. The 
heaviest creditors were McIntosh, Hemphill & Co., under 
whose mortgage the mill bas finally been sold. It is under- 


that the mill will not again be operated. 

The Canal Dover Rolling Mill, at Canal Dover, O., is now 
operated by tbe Reeves-Iron Co., and is running full time. 

Sarah Furnace is the only furnace in blast in this county, 
and the only one in the Hanging Rock region, save the Ash- 
land Furnace, at Asbland, Ky. Sarah is doing well, making 
28 or 30 tons daily.-- Ironton (O.) Register. 

A proposition is said to be under consideration by the In- 
dianapolis Rolling Mill Co. to abandon the making of rails 
eutirely, and alter the mill to make angle iron, merchant 
bar and similar work. 


Manufacturing Notes. 


The Fuel Gas Co., of Pittsburgh, bas awarded to the Penn- 
sylvania Tube Co. a contract for 40 miles of 8-in. wrought 
iron pipe. The pipe is to be used for laying two additional 
lines from the gas wells at Marysville to Pittsburgh, a dis- 
tance of about 18 miles. One of these lines is intended to 
supply gas to the factories along the Allegheny River and 
the other to those on the south side and along the Mononga- 
hela. The pipe is to be delivered during June and July. 
Jobn Roach & Son, in Chester, Pa., have recently launched 
an iron steamship 218 ft. long, 35 ft. beam, and 18 ft. depth 
of hold, for the Atchison, Topeka & Santa Fe Railroad Co. 
The steamship isto run to points on the Mexican Pacific 
coast in connection with the Sonora Line of the Atchison at 


Guay mas. 
The Rail Market. 


Steel Rails.—The Iron Age says: ‘‘The market is extremely 
dull as regards large buyers, and the only business doing is 
in small lots for summer delivery. Proposals have been 
made by parties who would take large lots if terms of pay- 
ment could be arranged ; but, in the present condition of 
things, manufacturers require cash or security of the most 
undoubted character. For this reason business is curtailed 
more than usual, and will probably so continue until tho 
money market becomes more settled. The works are pretty 
fully employed, however, 2s the demand for Bessemer steel 
is constantly extending, aud new fields opening up from a 
variety of sources. Prices of rails are, therefore, beld at 
about $33 in ordinary cases, with possible concessions on 
good-sized lots.” 

Rail Fastenings.—The market coutinues dull, with light 
demand. Spikes are now quoted at $2.35 per 100 Ibs, in 
Pittsburgb, track-bolts at $2.50 to $2.75, according to 
pattern, and splice-bars at 1.65 to 1.75 cents per pound. 

Old Rails.—The market for old iron rails is dull and 
quotations are nominal at $21 to $21.50 per ton at tidewater 
for tees and $23 to $24 for double-heads. 


Cheap Iron-Making in the South. 


The reckless statements which have been made by the Louis 
ville Courier-Journa! about tie ability of the South to 
manufacture pig iron at from $9 to $12 per ton, are annoy- 
ing to experienced Southern iron manufacturers. Mr. Samuel 
Noble, of the Woodstcek Iron Co., has therefore taken the 
pains to set forth the exact condition of the manufacture of 
pig iron in the South, in an article which is printed in the 
Southern Industrial Review for April. Mr. Noble has been 
connected with the iron industry in Alabama for many ycars, 
and is not only familiar with all the practical details of 
furnace management, but he is thoroughly pcsted in the 
history of the various enterprises which have been under- 
taken in recent yeais in Georgia, Alabamaand Tennesee. He 
therefore speaks knowingly when he characterizes these 
stories of the cheapness with which pig iron can be made io 
the South as “statements of novices in the iron business, who 
have deluded themselves into the idea that they were getting 
rich making cheap iron, and could compete with older manu- 
facturers in their own markets, or of men who had large 
investments in iron property and minerallands, who wanted 
to sell out or induce capital by such statements to carry 
their debts or invest with them.” The clearest answer to all 
such theories, he says, is the history of the iron furnaces in 
Alabama, Georgia aud Tennessee for the past 12 years. 
After giving a history of the disasters which have befallen a 
tumber of furnaces and iron companies, Mr. Noble concludes 
as follows: ‘This is no overdrawn picture of the history of 
every furnace we know, or that is or has been in existence 
in Georgia and Alabama. The rolling mills have fared no 


better. It has been a weary struggle to make these enter- 
prises pay ; it has been dragging an elepbant at both legs all 
these years. The great trouble is that we have no home 


market beyond the demand created by the iron furnaces 





themselves. The whole state of Alabama cannot take the 
product of a single blast furnace for amo th. We depend 


he application to the Court was made, and an order to 


stood that the purchasers will remove the machinery, and‘ od | ’ 
| in Mississippi, but nothing but the most diabolical malice 


ers are concerned. They propose to have the difficulty set- | entirely on the North and great West to keep our furnaces 


going. When they m ke ail tne iron they consume, which 
they would ercsily do under free trade, not a blast furnacé 
in the South could run. It would be a question of the sur- 
vival of the fittest. Four-fitths of the furnaces of Ohio and 
Pennsylvania would go out of blast; the rest, having 1,000,- 
000 of discharged workman to draw from, would fill every 
order. A free-trade policy could enable them to get, with 
cheap labor, cheap everything; they would furnish the 
limited quantity of iron wanted at $12 per ton or less; they 
have done it before; they can do it again: they can feed a 
manufacturing population and have a home market for 
their manufactures. We, a strictly agricultural people, 
cannot feed ourselves. We don’t quarter do it, nor can we 

uarter support our iron, Jumber or cotton manufactures. 

t is the result of three-fourths of a century of pursuing only 
one industry—the production of raw material to be manu- 
factured thousands of miles away.” 








THE SCRAP HEAP. 


Train Wrecking. 


A dispatch from New Orleans, May 27, says: ‘Some un- 
known persons attempted to wreck the 9:45 o’clock west 
bound excursion train on the Mobile road, last night, by 
taking up a rail from the track about a mile and a half from 
Elysian Fields street curve. The danger wes discovered by 
a laborer connected with the road, who built a fire and 
flagged the excursion train, thereby preventing an accident 
which might have resulted seriously. The railroad officials 
decline to give any information, but the detectives have 
been working all day to discover the identity and motive of 
the would-be train wreckers. Several attempts have been 
made to wreck the trains of the Illinois Central road 
on the other side of the Mississippi state hne. Mr. C. 
A. Sharpe, of Baton Rouge, reports that he took passage 
on a train at Vicksburg for New Orleans. When 
he arrived at Jackson he changed cars and con- 
tinued his voyage on the train. When it arrived near 
Hezelburst, Copiah County, Miss., the train was attacked 
by a mob with dangerous missiles; and he and another man, 
who was in the same coach, were badly injured. Mr. Sharpe 
received a serious cut on the head, which has laid him up 
ever since. The night was very dark at the time the attack 
was made, and the railroad officers say that they were 
ignorant as to who the miscreants were or their motive for 
attacking the train. Trains have been attacked at the same 
~_ on previous occasions, so Mr. Sharpe was informed. 

t is possible the defeat in the court of the suspension law, 
passed by the late slature, may explain these outrages 
could inspire an attempt to wreck an excursion train 
crowded with women and children in the outskirts of New 
Orleans.” 

Recovering Damages. 


Our readers will remember the accident on the Lehigh 
Valley Railroad, near Rummerfield, some time ago, which 
resulted in the death of the engineer, John Leslie, and the 
serious injury of Frank Mason, the fireman. Mrs. Leslie 
brought an action against the company for $5,000 da es, 
alleging that the boiler, which exploded, was defective. The 
case was tried last week before Judge Morrow, of Bradford 
County, and a verdict was rendered in favor of the plaintiff 
for the amount claimed.—Binghamton (N. Y.) Republican. 


Why They Were Discharged. 


During the twelve months ended April 1, 1884, about 
2,500 employés in the operating departments of the Mis- 
souri Pacific Railroad were discharged for cause. This is 
exclusive ot the Wabash. A complete record of all these 
dismissals is kept, giving the date of the discharge, the name 
of the employé, his occuption and the reason why his ser- 
vices were dispensed with. Once a year this record is made 
7 and printed in pamphlet form for the use of the officials 
of the road. It comprises al) classes of railroad men from 
station agents, conductors and engineers, down to wipers, 
yardmen and laborers. Fully 26 per cent. of those dis- 
charged last year owed their dismissal to drunkenness—15 
per cent. more were strikers. Neglect of duty, incompe- 
tency, dishonesty and insubordination are the principal 
causes stated for the discharge of the remainder. 

The imbibers of intoxicating liquors are graded off in this 
black list with a sort of grim bumor that is highly enter- 
taining. Conductors, engineers and station agents arecred- 
ited with intemperance; machinists, section foremen, oper- 
ators and inspectors seem to be afflicted with intoxi- 
cation; with brakemen, firemen, boiler-makers, etc., it is 
styled drunkenness; oppos te the names of laborers, switch- 
men and helpers is the laconic expression, ‘“ whisky ;” 
while with the wipers, trackmen and hoisters it becomes 
simply a ‘“‘ plain drunk.” 

e inciters of strikes, by a strange coincidence, all have 
names which indicate that they or their near ancestors 
hailed from the Emerald Isle, and include conductors, ma- 
chinists, brakemen and firemen. 

The causes most frequently assigned for the dismissal of 
conductors are dishonesty, intemperance, neglect of duty 
and causing collisions, in about the order named. Two or 
three were drop for fast running, and one for running 
on another train’s time. Another tried to collect bis salar 
twice and failed; several went to sleep on duty; others al- 
lowed their train to start without them; half a dozen car- 
ried striking telegraph operators free of cost. One, evi- 
dently a masher, wrote an insulting note to a lady in the 
waiting-room of a depot and was promptly ‘ mashed” him- 
self by his superior officers.—St. Louis Globe-Democrat. 


A Locomotive Engineer's Long Record. 

For a period of 39 years and 9 months, Henry N. Paine, 
of Mansfield, an engineer employed by the Boston & Provi- 
dence Railroad Co., hasrun the New Bedford train daily 
from Mansfield to Boston and return. During all that time 
be bas never met with an accident whereby any person on 
his train was injured, or been called up into the office for 
censure or reproof. The discontinuance of the train bas 
necessitated a change.—Boston Journal. 

Swindling the Wabash. 

A 8t. Louis dispatch of May 26 says: “ Jobn D. St. Maur, 
chief clerk of the Law Department of the Wabash Railroad, 
has been arrested, charged with swindling the company. 
His method was to write out bogus orders for claims on the 
railroad for supplies, and then sell the orders. He has 
practiced this for a year, and, as far as has been discovered, 
obtained $48,000 in this way. He had only $Y in the world 
when he was arrested. 

* After suspicion was aroused, officers were sent to bis 
house, where he was found attending his wife, who is in the 
last stages of consumption. He acknowledged his crime 
and begged to be allowed to stay with his wife until she 
died. This request was nted, detectives being left in the 
house with bim. St. Maur was placed in jail, however, 
to-day, as it was thought he bad made preparations to kill 
himself as soon as his wife dies.” 


A Narrow Escape. 





A dispatch from Norwich 


N. Y., May 25, says: “ As the 
fast train from New on 


,N. Y. 
York to Utica, on the Delaware, Lack- 
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awanna & Western Railroad approached this village this 
morning it bad a very narrow escape from a terrible acci- 
dent. The train was composed of the engine, baggage and 
express cars, two sleepers, and a common passenger coach, 
all more beavily loaded than usual. Two miles south of this 
village the road crosses a creek upon a bridge about 40 feet 
long. Oftentimes in the summer this creek is dry, but in 
the winter, and especially in the spring, when the snow is 
inelting, it runs with much force. The spring freshet and 
the late heavy rains had evidently undermined the abut- 
ments of the bridge, and as the engine passed upon it the 
bridge sank four inches under the weight. Luckily the end 
of the rails did not correspond with the end of the bridge, 
and the engine drew the five cars up the steep incline of four 
inches without derailing a single car. Watchmen were 
placed at the bridge, and immediately upon the train reach- 
ing here, workmen were sent to repair it. The bridge was 
replaced in position upon atemporary shoring. Trains were 
not delayed.” 


His First Pass. 


Ifa man never has a pass ona railroad he goes through 
life paying his fare, and never thinks of its being a bard- 
ship, but when once the free pass enters the system, he is no 
good to a railroad forever after, and he looks upon the pay- 
ing of fare on a railroad as a wicked scheme, an outrage, as 
it were. Upto 1860 the writer had always paid fare on 
the railroads, and probably had expended as much as $7, 
all told, in riding from one town to another on the cars, 
and he never missed the money, feeling that it was the duty 
of every citizen to support the great highways of com- 
merce. In an évil hour the writer became interested 
in a newspaper at Jefferson, and one day there came 
in the mail a pass for himseif and his partner, on 
the Northwestern Railroad. It was a great event in 
the history of that road. After the recipient of the 
pass had recovered from his astonishment, and bad begun 
to realize that he was entitled to ride free between Jefferson 
and Chicago, and had shown the pass to nearly all the popu- 
lace who were at the post-office waiting for the mail to be 
distributed, he began to inquire of the depot agent what 
time the first train passed the station, going either way. It 
did not make much difference to the editor which way ths 
train was goiug, as long as it went. It was found that a 
freight train would go along in about five hours, bound 
south, and the holder of the new pass was cumpelled to put 
in those five hours waiting for the train. It seemed 
a month, and the pass seemed to burn a hole in 
the pocket, and it was taken out a dozen times to 
cool off, and to show to different persons who had 
heard of its arrival and had come dowu town to see it. 
Finally, the train pulled up to the depot, and the editor took 
his seat in the caboose, and it seemed as though the people 
on the depot steps were talking over the new era in rail- 
roading. It seemed as though the train never would start, 
and after it started it seemed as though the conductor would 
never come through to look at the pass. A lady had a cry- 
ing baby, and the editorin his kindheartedne-s attempted 
to quiet the baby by showing it the pass, and was nearly 
paralyzed when the child put a corner of the pass in its 
mouth and began to chew it. By prompt measures of 
choking the infant the pass was recovered, and the con- 
ductor came along, and the editor handed up his pass with an 
air of one who always rode on a pass. The conductor looked 
at the date of the pass, and it did not take effect till the next 
day, and hesaid the editor would have to put up 20 cents, 
the fare between Jefferson and Fort Atkinson. It was cruel, 
but no argument would convince that freight conductor 
that the pass ought to be good until the day after, and it 
was necessary to pay good money for a ride down and back, 
40 cents, a ride that was taken for no other purpose on earth 
except to try the pass. That night the editor took a solemn 
obligation to make that railroad sorry for the outrage, and 
for a year afterward it was a cold day when the railroad 
did not bave fo carry the writer or bis partner somewhere. 
They divided themselves up into reliefs, and it was the duty 
of one of them to go somewhere every day. They were both 
too lazy to work, and riding on the cars was _ just about 
exercise enough. They would go to Milton Junction or 
Janesville and back, and conductors got so that, if one of the 
Jefferson editors did not show up at the depot when the 
train stopped, they would hold the train. The pass became 
so worn that it had to be renewed the first six months. It 
was a proud day for the writer when his face became so 
well known to the conductors that it was not necessary to 
show the pass. The pleasure of pulling out the pass before 
a car-load of passengers gradually wore off, and tbere was 
more pleasure in having the conductor come along and 
smile and pass on, because passengers would think the man 
so favored by the conductor must be at least one of the 
owners of the road. Since then the writer bas ridden on 
passes across the continent, and up and down it, and has 
been offered a pass to Europe, but ip all the free rides of 
thousands of miles he has never felt so much as though he 
owned the earth, and had a fence around it, as he did when 
he got that first pass on the old Northwestern, and put in a 
— year trying to make the pass pay for its keeping.— 

eck’s Sun. 


he - General Railroad ‘Mews. 








MEETINGS AND ANNOUNCEMENTS. 


Meetings. 
Meetings will be held as follows : iu 

Central Iowa, ayenal meeting, at the office in Marshall; } 
town, Ia.. June 4, at noon. 

Central Vermont, annual meeting, at the office in St, Al- 
bans, June, 19 Hee? 

Chicago, Milwaukee & St. Paul, annual meeting, at the 
office io Milwaukee, Wis., June 5, at noon, Transfer books 
close May 17. 

Chicago & Northwestern, annual meeting, at the office in 
Chicago, at 1 p. m., on June 5. A special meeting is also 
called for June 26. 

Chicago, Rock Island & Pacific, annual’ meeting, at the 
office in Chicago, June 4. 

Chicago, St. Paul, Minneapolis & Omaha, annual meeting, 
at tbe office in Hudson, Wis., June 7. 

Oregon Railway & Navigation Co., annual meeting, at 
- office in Portland, Ore., June 16. Transfer books close 

ay 16. 

Oregon & Transcontinental Co., annual meeting, at Port- 
jland, Ore., June 16. 

; ~<a & Western, annual meeting, at Elwood, Kan., 

une 12, 

St. Louis, Alton & Terre Haute, annual meeting, at the 
office in St. Louis, at 2:30 p. m , on June 2. 

St. Paul & Duluth, annual meeting, at the office in St. 
Paul, Minn., June 16, at noon. 

Vicksburg & Meridian, adjourned annual meeting, at the 
office in New York, July 16, at noon. 


Dividends. 
Dividends have been declared as follows: 





Boston & Albany, 2 per cent. quarterly, payable June 
80, to stockholders of record on May 81,’ 


Chicago, Burlington & Quincy, 2 per cent., quarterly, 
payable June 16. Transfer books closed May 26. 

Delaware & Hudson Canal Co., 184 per _cent., quarterly, 
payable June 10. Transfer books closed May 24. 

Lehigh Coal & Navigation Co., 3 per cent.. semi-annual, 
payable June 11. Transfer books close May 31. 


Railroad and Technical Conventions. 
Meetings and conventions of railroad associations and tech- 
nical societies will be held as follows: 

American Society of Civil Engineers, anoual convention, 
in Buffalo, N. Y., beginning on Tuesday, June 10. Full 
arrangements have been announced. 

Master Car-Builders’ Association, annual convention, in 
Saratoga, N. Y., beginning on Tuesday, June 10. 

Yard-Masters’ Mutual Benefit Association, annual con- 
vention, in Atlanta, Ga., on Wednesday, June 11. 

Master Mechanics’ Association, annual convention, in 
Long Branch, N. J,, beginning on Tuesday, June 17. 

Railway Telegraph Superintendents’ Association, annual 
convention, in Boston, on Tuesday, June 17. 

General Baggage Agents’ Association, semi-annual meet- 
ing, io Boston, on Wednesday, July 16. 

Western Association of General Passenger & Ticket 
Agents, adjourned meeting, in Minneapolis, Minn., on Wed- 
nesday, Aug. 13. 

Master Car- Painters’ Association, annual convention, in 
Boston, on Wednesday, Sept. 3. 

Road-Masters’ Association of America, annual conven- 
tion, in Indianapolis, Ind.. on Wednesday, Sept. LO. 

Association of American Railroad Superintendents, 
semi-annual meeting, in Boston, on Tuesday, Sept. 16. 

National Association of General Passenger & Ticket 
Agents, semi-annual convention, in Boston, on Tuesday, 
Sept. 16. 

General Time Convention, fall meeting, at the Conti- 
nental Hotel, Philadelphia, on Thursday, Oct. 9. 

Southern Time Convention, fall meeting, at No. 46 Bond 
street, New York, on Wednesday, Oct. 15. 

American Street Railway Asseciation, annual conven- 
tion, in New York, on Wednesday, Oct. 15. 


American Institute of Electrical Engineers. 

A meeting was held in New York May 13th on a call issued 
by a number of prominent electricians. There wasa large 
attendance and it was resolved to organiz2 a society -to be 
known as the American Institute of Electrical Engineers 
The object is the same as that of similar societies for mutual 
improvement and for the discussion of subjects interesting 
to those engaged in electrical engineering and allied pur- 
suits. The list of officers includes a number of prominent 
electricians. 

Car Accountants’ Association. 
On the third day of the convention in Richmond, Va., the 
first business taken up was Car Service, followed by discus- 
sious on the following subjects: Detention of Cars ani Pen- 
alty for the Same, Delayed Cars in New England, and Rail- 
way Car Equipment Guide. After a full and free inter- 
change of opinions the subjects were disposed of. 

She convention then proceeded to discuss miscellaneous 
matters, after which the body adjourned to meet next year 
in Minneapolis. 

In the afternoon the members were taken in carriages to 
visit points of interest in and near the city, and in the even- 
ing they attended the concert of the Mozart Association, by 
invitation. 

New England Passenger Agents’ Association. 
At the monthly meeting of the New England Passenger 
Agents’ Association in Boston last week, the special subject 
under discussion was some method of compelling transporta- 
tion companies to settle with their connections. The special 
case was that of the St. Lawrence Steamboat Co., which, it 
is said, last year collected pay for all tickets over its Jines, 
but failed to turn over to its cohnections the propcrtion due 
them. The agent of the company was present and explained 
that the company was unable to pay, owing to dull business 
and the failure of a bank at Montreal. A long discussion 
took place, and it was resolved that no company in the asso- 
ciation should accept tickets issued hy the delinquent line 
until further notice. 


Engineers’ Club of Philadelphia. 


A specia] business meeting was held at the rooms in Phil- 
adelphia, May 17, Vice-President J. J. deKinder in the 
chair; 28 members and 4 visitors present. 

The Secretary presented, for Mr. Edward Parrish, an 
account of the ‘* Effect of Sea Water on the Iron at Brandy- 
wine Shval Lighthouse.” This lighthouse was built in 
1849-50, near the mouth of the Delaware Bay, and stands in 
about 6 ft. of water. It is the first screw-pile structure in 
the United States, and has but few predecessors in the 
world. ‘The house is supported on 9 piles of hammered 
iron, surrounded by 52 piles of rolled iron, acting as an ice 
feeder. The whole is strengthened by a system of braces 
and ties. The effect of the water on the iron, continually 
submerged, has been to produce longitudinal seams or 
grooves, with occasional holes on the surface; in some cases 
seriously reducing the strenzth. The most extensive corro- 
sion is obse: ved on the hammered iron. Round rods in the 
air are altered in section approximating an irregular poly- 
gon with longitudinal grooves. 

The Secretary presented, for Mr. Samuel Rea, ‘‘ A Treat- 
ise on Bridge Architecture in which the Superior Advan- 
tages of the Flying Pendent Lever Bridge are Fu ly 
Proved,” by Thomas Pope, New York, 1811, with Mr. Rea’s 
comments thereupon. 

Prof. L. M. Haupt read an illustrated paper on ‘‘ Rapid 
Transit,” giving valuable data relative to the effects of 
velocity of movement on the ratio of increase of population, 
and contrasting the situation in New York and Philadelphia. 

Mr. Wm. H. Ridgway read a paper upon the ‘ Action of 
Water in the Modern Turbine,” claiming that it is nothing 
more than an improved Barker’s Mill, and that there is no 
such thing as the water spurting through the shutes ard im- 
pinging on the buckets as is generally believed—the wheel 
on the contrary taking a velocity very much greater than 
that of the inflowing water. 

Mr. J. J. deKinder presented an illustrated description of 
a method of ‘‘ Removing Condemned Machinery by Dyna- 
mite,” as practised by him in the case of the side levers of 
the old Cornish pumping engine at Spring Garden Water 
Works, Philadelphia, which weighed 29,000 Ibs. each. 
Drilling, tapping and breaking each beam in two, with half 
a pound of dynamite, and without injury to the building or 
other machinery, occupied 13 hours. ven had dispatch 
been unnecessary, it might have taken two weeks to do this 
work by the ordinary methods, 

The following contributions to the Club Reference Book 
were submitted: 

Tables of Turnouts from Tangents and Inside of Curves, 
by Mr. Theod vre Low, C. E., Correspondent. 

Table of Approximate Numbers to Facilitate Multiplica- 
tion and Division, by Mr. Frederic Graff. 


Some Properties of Numbers by Mr. W. G. Neilson. 
Spring of Rails in Inches; Chord 10 ft, Long, by Mr, Edw, 
Samue 





Table of Wheel Bases for Turn-tables, by Mr. Edw. 
Samuel. 

* The tellers of election reported that the following gentle- 
men had been elected active members of the Club: 

Jobn H. Converse, W. Henry Sayen, I. Norris DeHaven, 
Alter Megear. Benj. P. Howell, T. A. M. Matsdaira, R. W. 
Davenport, Jobn N. Pott, J. B. Wilson, Walter C. Prooke, 
W. Brooks Cabot, Gaylor Thompson, Wm. P. Henszey and 
Archibald Stevenson. 








ELECTIONS AND APPOINTMENTS. 





American Institute of Electrical Engineers.—This new 
society has elected the following officers: President, Dr. 
Norvin Green; Vice-Presidents, A. Graham Bell, Charles T. 
Cross, Thomas A. Edison, George A. Hamilton, Charles H. 
Haskins, Frank L. Pope. Managers, Charles F. Brush, Wm. H. 
Eckert, Stephen D. Field, Eiisha Gray, Edwin J. Houston, 
C. L. Billings, Frank W. Jones. George B. Prescott. W. W. 


Smith, W. P. Trowbridge, Theodore N. Vail, Edward 
Weston, Treasurer, Rowland R Hazard. Secretary, 


Nathaniel S. Keith. 


Atlantic & Pacific.—The new board met in Boston, May 
22,and re-elected the following officers: President, H. C. 
Nutt; Secretary and Treasurer, C. S. Tuckerman; Auditor, 
E. L. Gallup; General Solicitor and Land Commissioner, J. 
M. Williamson. The election of a vice-president was post- 
poned to the next meeting. 


Boston, Concord &: Montreal.—At the annual meeting in 
Plymouth, N. H., May 26, the following directors were 
chosen: Nathan H. Weeks, Plymouth. N. H.; Charles H. 
pe eg Franconia, N. H.; Warren F. Daniell, Frankiin, 


N. H.; Samuel N. Bell, Manchester, N. H.; George W. 
Hills, Lawrence, Mass.; Peter Butler, J. Thomas Vose, 
Boston. Messrs. Greenleaf and Hills are new directors, re- 


placing Joseph A. Dodge, deceased, and John P. Spaulding. 
The board elected J. Thomas Vose President; Samuel N. 
Bell, Vice-President and Clerk; Edward D. Harlow, of Bos- 
ton, Treasurer. 


Central Iowa.—Mr. J. M. Bechtol has been appointed 
General Freight Agent. He was formerly on the Chicago, 
Burlington & Quincy. 


Chicago, Burlington & Quincy.—The new board has 
elected C. E. Perkins, President; J. C. Peasley, Second Vice- 
President and Treasurer; T. J. Potter, Third Vice-President; 
T. S. Howland, Secretary. 


Cleveland, Delphos & St. Lowis.—At the annuil meeting 
last week the following board of directors waselected: Wm. 
Semple, James Callery, C. B. Herron, Jobn Chalfant, 
Pittsburgh, Pa.: A. W. Jones, Youngstown, Obio; David 
Straw, Carey, O.; Joseph Boehmer, C. H. Evans, W. H. 
Fuller, Delphos, O. The board organized as follows: 
President, Wm. Semple; Vice-President, C. A Evens; 
Secretary, J. D. Callerv; Assistant Secretary, C. W. Risley; 
Treasurer, Joseph Boehmer; Chief Engineer, W. H. Fuller; 
General Manager, l. H. Burgoon. 


Cleveland, Lorain & Wheeling.—Tbis company has elected 
the following officers: President, Selah Chamberlain ; Vice- 
President, W. 8. St: -ator ; General Manager, Oscar Towns- 
end ; Secretary and Treasurer, C. L. Colter. 


Cleveland & Marietta.—At the annual meeting last week 
the following directors were chosen: Larz Anderson, J. G. 
Warwick, Oliver Garrison, A. J. Warner, F. R. Baby, 
F. B. Swayne, R. M. Galloway, Douglass Putman, R. C. 
Livingstone, M. D. Woodford, Mortimer Ward. 


Concord.—At the annual meeting in Concord, May 27, 
the following directors were chosen: Benjamin A. Kimball, 
Josiah Minot, John H. Pearson, John A. White, Concord, 
N. H. ; Walter M. Parker, Frederick Smyth, Manchester, 
N. H.; James W. Johnson, Enfield, N. H. The new direc- 
tors are Messrs. Minot, White and Walter M. Parker. who 
succeed Samuel N. Bell, Nathan Parker and Henry C. Sher- 
burne. Both Messrs. Minot and White, we believe, have 
served as directors in former years. Mr. Nathan Parker de- 
Spon re-election on account of his age, and is succeeded by 
his son. 


Delaware Bay & Cape May.—At the annual mceting in 
Camden, N. J., last week, the following directurs were 
chosen: Wm. Wharton, Jr., W. H Shelmerdine, S. H. 
Gray, W.S. Casselman, F. F. Hogate, Wm. Selfridge, Downs 
Edmunds. Wm. Wharton waselected President, and Wm. 
Selfridge, Secretary and Treasurer. 


Fairmont, Morgantown & Pittsburg.—The officers of 
this company are: W. M. Clements, President; H. U. 
Whiting, Chief Engineer. Office in Fairmont, West Vir- 
ginia. 

Louisville & Nashville.—Mr. Levi Hege, late of the Hen- 
derson Division, has been appointed Superirteodent of the 
Decatur and Montgomery divisions, in place of Mr. E. 
Marsh, resigned. 


Meredith & Conway.—In Plymouth, N. H., Mav 26, this 
company elected Joseph Wentworth President; S. N. Bell, 
B. H. Corning, James E, French, J. Thomas Vose, directors; 
B. H. Corning, Clerk. 


Missouri, Kansas & Texas.—At the anoual meeting in 
Parsons, Kan., May 22, the following directors were chosen: 
Jay Gould, Sidney Dillon, Russell Sage, George J. Forrest, 
Samuel Sloan, N. L. McCready, A. L Honkins, AG. Dul- 
man, Thomas T. Eckert, Frank S. Bond. Thomas W. Pear- 
sall, New York; Fred L. Ames, Boston; RS. Hayes, St. 
Louis; C. H. Pratt, Humboldt, Kan.; H. C. Cross, Emporia, 
Kan. ; David Kelso, Parsons, Kan. 


New York Central d& Hudson River.—The following cir- 
cular from General Passenger Agent C. B. Meeker is dated 
New York, May 15: ‘‘ Mr. H. J. Newton, who has for many 
years satisfactorily represented this company as South- 
western Passenger Agent, having resigned to accept the posi- 
tidn of ticket agent in the Bee Line city office in Cincinnati, 
the territory heretofore looked after by him will be placed 
in charge of Mr. W. B. Jerome, General Western Passenger 
Agent, whose headquarters are at No. 66 Clark street, Chi- 
cago, Ill. Mr. Jerome will be assisted by Mr. Nelson Van- 
derpool, with the title of Western Traveling Agent, and by 
Mr. O. E. Jenkins, with the title of Southwestern Traveling 
Agent.” 


New Zealand River.—At the annual meeting in Plymouth, 
N. H., May 26, the following were elected: President, J. 
Thomas Vose; directors, S. N. Bell, John J. Cilley, B. H. 
Corning, Henry L. Tilton; Clerk, S. N. Bell. 


North Conway & Mt. Kearsarge.—This new company 
has elected the following director: Herbert N. Smith, Geo. 
G. Frost, Boston; Warren F. Pitman, Exeter, N. H.; 
Lycurgus Pitman, Alfred Eastman, North Conway, N. H. 
At a meeting of the board the following officers were 
elected: President, Herbert-N. Smith; Vice-President, War- 
neer F. Pitman; Treasurer, GeorgeG. Frost; Clerk, Lycurgus 
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Pitman; Superintendent, George E. Mansfield; Chief Engi- 
neer, William Wheeler. 


Pacific Mail Steamship Co.—At the annual meeting in 
New York, May 28, the following directors were elected 
without opposition: Jay Gould, Sidney Dillon, Russell 
Sage, C. P. Huntington, Henry Hart, William Remsen, 
Edward Lauterbach, J. W. Shaw, J. B. Houston. 


Pemigewasset Valley.—At the annual meeting in Ply- 
mouth, N. H., May 26, the following were chosen: Presi- 
dent, J. Thomas Vose; directors, Daniel Barnard, S. N. 
Bell, Peter Butler, Warren F. Daniell, John C. French, 
Daniel Saunders, Nathan H. Weeks; Clerk, S. N. Bell. The 
road is leased to the Boston, Concord & Montreal. 


St. Paul, Four Lakes & White Bear.—The directors of 
this new company are Tracy M. Metcalf, A. B. Stickney, 
C. N. Bell, J. C. Greev and E. P. Bassford, all of St. Paul. 


Suncook Valley.—At the annual meeting in Manchester, 
N. H., May 22, the following directors were chosen: Charles 
A. Carpenter, Martin Van Buren Edgerly, Wm. F. Head 
Reuben L. Frencb, Frederick Smyth, Lemuel B. Towle. 


Suncook Valley Extension.—At the annual meeting in 
Manchester, N. H.. May 22, the following directors were 
chosen: Samuel N. Bell, Wm. H. Berry, Thomas Coggswell, 
> ef Emerson, Wm. F. Head, Frederick Smyth, Daniel E. 
Tuttle. 

Wabash, St. Louis & Pacific.—The following appoint- 
ments are annvunced: E. Dresser, Assistant Superintend- 
ent, with beswdquarters at Centreville, [a., will have charge 
of trains, trainmen, stationsand station agents in the Seven- 
teenth, Twenty-third, Twenty-fourth and Twenty-eighth 
districts of the road; E. A. Gould, Assistant Superintend- 
ent, with headquarters at Moberly, Mo., will have charge of 
trains, trainmen, stations and station agents in the Twenty- 
sixth, Twenty-seventb, Twenty-ninth, Thirtieth and Thirty- 
first dist: icts. 

Messrs. Solon Humphreys and Thomas E. Tutt bave been 
appointed Receivers by the United States Circuit Court. 
Mr. Humphreys is Vice-President and Mr. Tutt counsel for 
the company. 


Whitefield & Jefferson.—At the annual meeting in Ply- 
mouth, N. H., May 26, this company elected N. R. Perkins 
President; 8. N. Bell, Allison L. Brown, Warren G, Brown, 
Peter Butler, Warren F. Daniell, F. C. Grey, J. Thomas 
Vose, directors; S. N. Bell, Clerk. 








PERSONAL. 


—Captain J. H. Crowley bas resigned bis position as Mas- 
ter of ‘lransportation of the Gulf, Colorado & Sante Fe 
road. He has been on the road for four years. 


—Mr. F. C. Nims, General Passenger Agent of the Denver 
& Rio Grande road, bas renewed his resignation and will 
retire from that position June 1, although he has been 
urged to retain his office by the management of the Com- 
pany. Mr. Nims has beenon the Denver & Rio Grande 
from its first start and has a reputation as an active and en- 
terprising passenger man, 


—Colonel Joseph Fisk died last week in Allegan, Mich., 
aged 74 years. He was born in Charlemont, Mass., but 
removed when very young to Western New York. In 1834 
he settled in Allegan and engaged in building operations. 
In 1852 he took a contract for building the Chicago break- 
water, and his successful performance of that job gave him 
prominence as a cuntractor. In latter years he held con- 
tracts op the Dubuque & Sioux City road in Iowa, on the 
Eel River road in Indiana and on several Missouri roads. 
He also built several branch lines for the Lake Shore & 
Michigan Southern Co., and held several contracts on Michi- 
gan railroads. He retired from active business several 
years ago. 








TRAFFIC AND EARNINGS. 


Grain Movement. 
For the week ending May 17 recéipts aud shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years: 


North- -—Northwestern shipments.— 

2 western r.6 Atlantic. 
Year. receipts. Total. By rail. By rail. cei 
1877... .2,294,405 2,330,304 794,342 34.1 3,506,821 
1878. ...5,929,890 4,967,025 1,957,051 39.9 6,117,072 
1879. ...3,713,978 4,802,116 2.470.084 41.5 5,977.5 
1880.. 20,7: 5,231,104 1,437,857 27.8 4,960,665 
1881....4,751,613 6,228,275 1,755,217 28.2 7,087,741 
1882... .2,607,230 1,636,435 979,924 59.9 2,124,192 
1883. ...3,209,064 4,218,677 1,441.099 34.1 4, 93,046 
1884....2,719,785 4,604,459 2,471,429 52.6 1,948,024 


Thus the receipts of the Northwestern markets for the 


week were 490,000 bushels less than in the corresponding | Cok 


week of last year, and with the exception of 1882 were the 
smallest since 1877. They were a trifle less than the week 
before, and were the smallest for four weeks. The shipments 
of these markets were 386,000 bushels more than in the cor- 
responding week of last year, but were less than in any of 
the four years from 1878 to 1881; they were 497,000 bush- 
els more in the previous week of this year and have been 
exceeded but once this year. The rail shipments were a 
larger proportion of the whole than in any previous year, 
and were exceeded in quantity only in 1879 (when 10 cents 
was the rate) and then but slightly. The shipments down 
the Mississippi were only 48,354 bushels. 

The receipts of the Atlantic ports for the week were not 
half as greatas last year and smaller than in the corre- 
sponding week of any of the seven years previous. They 
— however, a little larger tban in the previous week of 

is year. ; 

The exports from Atlantic ports for the week to May 17 
have been : 

1880. 1881. 1882. 1883. 1884. 
Flour, bbls.. 108,833 163,299 125,825 118,568 111,279 
Grain, bu.. .4,166,598 2,878,777 817,595 2,051,842 1,686,659 

Thus the exports were smaller this year than in any other 
of the five except 1882, but only about an eighth less the 
last year. The exports are the smallest for six weeks. 

Very small receipts of wheat are reported at Chicago 
now—in the week to May 17 nearly 45,820 bushels, or 73¢ 
per cent. of the whole. Every other one of the eight mar- 
kets, except Peoria, received more, St. Louis 8< times as 
much, Milwaukee and Toledo more than twice as much, but 
none a large amount, wheat forming but 22%, per cent. of 
the total Northwestern receipts. On the other hand, 31 per 
cent. of the Northwestern shipments were wheat, pou tvor and 
the receipts by 814,500 bushels. The stock of wheat at 
Chicago bad been reduced to 7,627,000 bushels May 17, ard 
the other lake ports west of Buffalo had 4,543,000 bushels. 

The stock of corn is also decreasing, shipments being nearly 
twice as great as the shipments. 

Passenger Traffic Notes. 
Pullman buffet and sleeping cars are now run through be- 
tween New York and Chicago and Boston and Chicago over 
New York, West Shore & Buffalo and the Grand 


Railroad Earnings. 


Earnings for various periods are reported as below: 
Four months sect 30: 


b 1883. Inc. or Dec. P.c 
Char..Col. & A.. $271,359 $301.723 D. 30,364 10.1 
Col. & Greenville. 234,070 297,782 D. 63,712 21.4 
Bastere... .:~2292 031, 1,053,684 D. 21,701 2.1 
Mo. Pacific...... 5,173,946 5,131,686 D. 7,7 0.2 

Net earnings.. 2,260,273 2,028,455 I. 231,818 11.4 
Norfolk & West. 860,197 800,162 I. 60,035 8.0 

Net earnings.. 326.195 338,094 D. 11,899 4.0 
Northern Cent.. 1,725,772 1,969,318 D. 243,54 12.3 

Net earnings.. 17,357 687,2 D. 69.877 10.2 
Pennsylvania.... 15,159,907 15,892,707 D. 732,800 4.6 

Net earnings.. 5,389,5 ,730,8 D. 341,287 6.0 
Phila. & Reading: 

Reading lines.. 6,076,655 6,458,494 D. 381,839 5.9 

Caminves Mee..: GipGR see eceoss ce ca wes ee esas 

Three months ending March 31: 

Minn. & Se. L ... 373,937 $360,158 IL. $13,779 3.8 
St. Jonns. & L. 

Champlain..... 50,163 49,487 I. 676 1.4 

Month of March: 

Minn. & 8t.L ... $144,018 $169,151 D. $25,133 14.9 
St. Johns. & L. 

Champlain..... 19,457 18,147 I. 1,310 73 

Month of April: 

Char., Col & A.. $54,816 $52.953 I. $1,863 3.5 
Col. & Greenville. 45,728 43,092 I. 2,636 6.1 
eee 266, 267,616 D. 1, .96 0.5 
Houston, E. & W. 

_, ree 19,356 24,884 D. 5,528 22.1 
Mo. Pacific...... 1,196,657 1,150,057 I. 46,600 4.1 

Net earnings .. 502,881 314.079 IL. 188,802 601 
Norfolk & West. 211,522 996 IL. 20, 11.1 

Net earnings.. 78, 81.227 D. 627 3.0 
Northern Cent... 454,749 476,335 D. 21,586 4.5 

Net earnings.. 178,757 194,794 D. 16,037 82 
Pennsylvania.... 4,156, 4,061,750 I. 559 2.3 

Net earnings.. 1,694,456 1,467,831 1. 226,625 15.4 
Phila. & Reading : 

Reading lines.. 1,883,786 1,726,616 I. 157,170 9.1 

Net earnings. 7,535 755,427 I. 82,108 10.9 

Central lines... SORE weteBetee, = “senneses debs 

Net earnings. Ee ore 

First week in May: 

Lake E. & West. $15,603 $22,827 D. $7,224 31.5 
St. L., A. & T. H., 

Belleville Line. 12,920 10,528 I 2,392 22.8 

Second week in May: 

Chi. & Alton ... $149,603 $148,403 I. $1,200 0.8 
Flint & Pere M.. 53,539 52,624 L. 915 1.7 
Florida Ry. & N 

_ aaah ee 19,134 15,799 I. 3,335 20.8 
In., Bloom. & W. 43,262 51,199 D. 7,937 15.5 
Mil., L. 8. & W.. 21,740 8.825 IL. 2,915 13.3 
Wis. Central. .. 25,021 22,644 I. 2,377 10.5 

Third week in May; 

Bur., C. R. & No. $49,387 $41,613 I. $7,774 18.7 
Canadian Pac... 114,000 139,000 D. 25,000 18.0 
Chi. & East. Il. 27,626 35,595 D. 7,969 221 
Chi., Mil. & St. P. 437,000 427,790 I. 9,210 2.1 
Chi. & Nor’west. 443,600 456,500 D. 12,900 2.8 
Chi., St. Paul, M. 

& Omaha .... 106,100 v0 I. 8.000 8.1 
Chi. & W. Mich.. 29,346 32,570 D. 3,224 10.0 
Det.. Lan. & No. 27.043 231 D. 1,388 42 
Long Island..... 51,117 47,698 I. 3,419 7.1 
Louisv. & Nash.. 256,990 970 I. 17,020 7.1 
No. Pacific. .... 288, 00 162,750 I. 125,350 76.2 
Peoria, Dec. & E. 12.576 13,248 D. 672 5.1 
Roch. & Pitts ... 22,378 1,071 I. 11,307 102.2 
St. L. & San F.. 78,200 ,000 I. 16,200 26.1 
St. P. & Duluth.. 21,670 22,698 D. 1,028 4.5 


Weekly earnings are usually estimated 


in part, and ar 
subject to correction by later statements. 


Cotton. 


Cotton movement for the week ending May 23 is reported as 
follows, in bales : 


Interior markets: 1884. , 1883. Inc. or Dec. P.c 
ee 8,425 22.737 D. 14.312 63.0 
Shipments............. 13,724 31,043 D. 17.316 55.9 
Stock, May 23....... ~ 70,523 5,565 D. 55,042 43.6 

Seaports: 

PROIUB es s006. chvcneeece 5,8! 38,539 D. 32,676 83.8 
PIT: ocean censsdons 25,010 46,591 D. 21,581 459 
Stock, May 23......... ‘ 525,205 D. 41,360 7.8 


The total cotton in sight, or shipments from ee 
tations, for the cotton year, from Sept. 1 to May 23, is 
estimated at 5,576,626 bales; the decrease, as compared 
with last year, is 1,202,076 bales, the increase as compared 
with 1881-82 is 350,557 bales, and the decrease from 
1880-81 is 710,381 bales. 


Coal. 


Coal tonnages for the week ending May 17 are reported as 
follows: 


1884. 1883, Inc.orDec. P.c. 

Anthracite ............. 4.165 764,910 I. 19,225 2.5 
Eastern bituminous. ...211,604 166,838 L. 44,766 26.7 
ERs 60,271 D. 336 05 
The anthracite companies bave agreed to suspend pro- 


duction for two weeks in June, the first and third weeks of 
the month. Stocks of coal increased considerably in April, 
and are also, it issaid, increasing during the present month 
more than is desirable. 

The coal tonnage of the Pennsylvania Railroad for the 
week ending May 17 was: 








Cc Coke. Total. 

Line of road ....,)....- < 50,666 194,124 
From other lines 58, 9,269 67,367 
Tn cceconsebanneenensssennecee 59.935 261,491 





The total tonnage this year to May 17 was 4,859,884 
tons, against 4,529,234 tons to the corresponding date last 
year; an increase of 330,650 tons, or 7.3 per cent. 

Cumbherland coal shipments for the week ending May 24 
were 68,648 tons. The total sbipments this year to May 24 
were 963,208 tons, against 837.424 tons to the corresponding 
date last year, an increase of 125,784 tons, or 15 per cent. 


Discrimination in Illinois. 


The Illinois Railroad Commission, at a meeting held May 
20, received a communication from the Attorney-General 
on a question referred to him. A complaint was made that 
the Ilinois Central Co. bad been charging a higher rate on 
fourtb-class freight from Chicago to nkakee, 56 miles, 
than to Mattoon, 182 miles. The company gave as a reason 
for this discrimination that it was obliged to meet the com- 
petition of other roads at Mattoon and the lower rate was 
consequently necessary. The opinion of the Attorney- 
General is tbat this is unjust discrimination, in direct viola 
tion of the law. He holds that the question of competition 
is not one which the board can take into consideration. To 
the question what remedy would the railroad companies 
have if the enforcement of the law sbould compel them to 
relinquish business at competing points, he is of the opinion 
that the enforcement of the Jaw would give all railroads at 
competing points the same privileges they have elsewhere, 
and in case it works injury to any company, that company 





bas its remedy by enforcing the law i erate others. The 
ager d to prosecute the ois Central Co. for 
up on, . 


Illinois Coal Rates. 


Ata meeting of the Illinois Board of Railroad Commission- 
ers in Springfield, May 20, arguments were heard on the 
question of reducing the maximum rates for coal transpor- 
tation as now fixed by the board. The question was brought 
before the board for action on a complaint made by certain 
coal companies in Belleville that the rates as now fixed were 
too high. Representatives of the Chicago & Alton, the 
Chicago, Burlington & Quincy, and the [llinois Central, 
were present and argued against the reduction, while several 
of the Chivago coal companies expressed themselves satisfied 
with the present rates. After consideration the Commission 
decided to make no change in the present maximum rates 
which the companies are allowed to charge. 


Chicago-St. Louis Pool. 
A meeting was held in Chicago May 22, at which represen- 
tatives of the Chicago & Alton, the Illinois Central and the 
Wabash roads were present. The meeting was held for the 
pu of re-arranging the division of the Chicago-St. Louis 
business. The companies were unable to agree, and the 
division was referred to an arbitrator. 


The Boston West-Bound Freight Pool. 
At a meeting of the Trunk Lines Executive Committee in 
New York, May 22, representatives of the Boston roads 
were present, and it was agreed to complete the pool on the 
west-bound business out of Boston. Arrangements were 
finally completed and the contract was ordered to be drawn 
up ready for signature. The contract is to run for five 
years, but can be terminated on 30 days’ notice. The per- 
centages given to each line are to be decided hereafter. 


The Brooklyn Bridge. 


On May 25 the Brooklyn Bridge had been open to the pub- 
lic one year. During that year it was crossed by 587,024 
vehicles and 6,083,100 foot passengers, and 5,151,220 per- 
sons were carried over it in the cars. The average daily 
travel therefore has been 1,604 vehicles, 16,620 foot passen- 
gers and 14,074 passengers in the cars. The average daily 
number of car passengers was, however, really much larger, 
as the cars did not begin to run until some months after the . 
bridge was opened. " The receipts for tolls were: For vehi- 
cles, $73,278; for foot passengers, $60,831; for car passen- 
gers, $257,561; total, $391,770, an average of $1,070 per 
day. 
, Transcontinental Traffic Association. 
A meeting of the Transcontinental Association was held in 
Chicago, May 22, with a full representation. The selection 
of arbitrators was pustponed, and the subject of continuing 
the association as a pool on a money basis was discussed at 
at length. The Atchison, Topeka & Sante Fe Co. gave 

ormal notice that it would not be a party to a money pool 
unless the Union Pacific Co. so changed its connection with 
the Western Association as to allow it the right of making 
rates west of the Missouri River. A long discussion fol- 
lowed; and it was finally decided not to form a money pool 
but to continue the association as it stands at present. The 
Texas & Pacific and the Union Pacific companies gave 
notice that, under these conditions, they would recall their 
notices of withdrawal from the association, which were 
given some time ago. On the second day the meeting was 
principally occupied in arranging details of the agreement, 
and no final action was reached. 


Colorado Tourist Rates. 

A’ meeting of the lines of the Colorado Traffic Association 
was held in Chicago, May 22. 1t was agreed to issue round- 
trip tourist tickets, good from Colorado Springs, Denver 
and Pueblo to Missouri River points and return for $30, or 
two-thirds of the regulerrate. The new tickets will be 
good after June 10. Heretofore these tourist tickets bave 
been issued only in the other direction, that is, from Mis- 
souri River points to Colorado and return. Now they will 
be sold in both directions. 


Trafiic Notes. 


The lumber rates of the Southwestern Association from Chi- 
cago and all other lumber-shipping points bave been ad- 
vanced 3 cents per 100 lbs., making the rate 18 cents from 
Chicago, with the differences from other points as lately 
fixed by arbitration. 

New tariffs on freight, both east-bound and west-bound, 
will go into effect on the railroads of the Southwestern As- 
seciation June 2. - On fourth-class westward there is an ad- 
vance of 3 cents per 100 Ibs., to 35 cents, from Chicago; on 
fifth-class an advance of 2 cents, to 30 cents; on Class A a 
reduction of 5 cents, and on Class B a reductionot 2} cents. 
The principa! east-bound rates to Chicago in the new tariff 
are: Wheat, 25 cents per 100; other grains and bay, 20 
cents; ore, 19 cents; fresh meats, 3914 cents; for the four 
letter classes, in their order, 3214, 291¢. 28 and 23 cents; 
for the six numbered classes, 90, ab, 50, 35, 30 and 25 cents, 


——- 

bere is trouble in the Northwestern Association be- 
cause of the flour shipments from Indianapolis by the 
St. Paul & Omaha road to Wasbburn, and thence by 
the Lake Superior Transit Co. The Chicago, Milwaukee 
& St. Paul is carrying large quantities for the millers 
which it refuses to report to the Association “until 
there shall be a definite settlement and understanding 
of the arrangements between the Omaba line and the Tran- 
sit Co., and to what extent those arrangements conflict with 
the pool contract.” 

The Blue Line is withdrawn from the Great Western 
Division of the Grand Trunk, and its cars bereafter will pass 
between'the Niagara and Detroit Rivers by the Canada 
Southern only. Ihe Great Western, in connection with 
the New York Central and the Michigan Central, formed 
the original stem of the Blue Line, which was organized to 
collect traffic for this route, as against the Lake Shore ond 
Michigan Southern route, over which the Red Line worked. 

The Hoosac Tunnel Line will, beginning June 1, work 
over the Wabash system, connecting with it at Detroit by 
way of the Grand Trunk and the West Shore. 


Boston Traffic Note. 


The Eastern movement of loaded freight cars through the 
Hoosac Tunnel was 6,715 cars for April, against only 5,855 
in April, 1883. 








RAILROAD LAW. 


Right of Stockholder to See Transfer Books. 


In the case of Kennedy against the Chicago. Rock Island, 
& Pacific Co., Judge Lawrence, of the New York Supreme 
Court, while reiusing to grant the special relief asked for on 
technical grounds, laid down the general rule that it is “the 
absolute duty of the transfer agent in this state of any 
moneyed or other corporation existing beyond the jurisdic- 
tion of the state to exhibit at all reasonable times, during 
the usual hours of transacting business, to any stockholder, 
when required by him, the transfer-book of sucb corpora- 
tion, and also a list of stockholders thereof, if in his power 
80 to do.’ 

Whetber this rule would hold good as to a corporation 
ork, the Judge does not 





domiciled in the state of New 
decide, 
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Employe—Contributory Negligence. ; 

In the case of Baldwin against the St. Louis, Keokuk & 
Northwestern Co., the Iowa Supreme Court, at the April 
term, decided as follows, granting a new trial : 

In an action for a personal injury a plaintiff cannot be 
deemed to have been necessarily guilty of contributory 
negligence, if the danger might have been seen, and avoided 
if seen. 

Where a jury, by a finding contrary to evidence, exclude 
from their consideration a fact whicb, although not neces- 
sarily of a determinative character, is nevertheless very im- 
portant, a motion for a new trial must be granted. 

A trial court does pot comwit error in refusing to instruct 
the jury that ‘‘the defendant is not liable to the plaintiff for 
the negligence of the other servants and employés,” etc., 
because such an instruction would preclude a recovery by 
an employé of a corporation for the negligence of auy other 
employé, of whatever grade he might be, and even if he was 
not a co-employé. 


The Right to Run Sleeping Cars Over a Railroad. 
In the United States Circuit Court in Chicago, May 25, the 
Mann Boudoir Car Co., of New York, filed a petition fora 
mandamus against the Wabash, St. Louis & Pacific Co. The 
petition states that the company is organized under the laws 
of New York for the purpose of manufacturing and oper- 
ating the sleeping and drawing room cars over the lines of 
the country ; that it is desirous of introducing its cars on 
the Wabash road and has applied to that company to run 
its cars thereon, on the usual terms as to payment, but the 
officers of the road have refused such permission. The Manp 
Car Co. claims that the railroad company, as a common 
carrier, is obliged to receive and transport its cars between 
Chicago and St. Louis on payment of reasonable and lawful 
charges, without any discrimination in favor of other com- 
panies, and, therefore, asks that a mandamus be issued by 
the court to compel such permission to be granted. The suit 
raises a point of much importance, which bas been very 
much discussed in this country, but bas not, so far as we are 
aware, been a subject of a judicial decision, at any rate so 
far as relates to the transportation of sleeping cars. 

In this connection it might be interesting to recall the 
fact, that when the railroads were first projected in the 
United States it was not proposed that the railroad company 
should own the rolling stock, but that it should build tbe 
track and permit any one who chose to run cars over it on 
payment of tolls and under proper regulation. 








OLD AND NEW ROADS. 


ean. Great Southern.—The Circuit Court at 
irmingham, Ala., bas rendered a decision restoring to this 
company the possession of about 6,000 acres of coal and 
iron lands formerly belonging to the Alabama & Chatta- 
nooga Co., to which this company succeeded, and which 
were sold by J. C. Stanton, President of the old company. 
The Court decided that the authority of Stanton to sell the 
land had not been proved and that the sale was void. 


Atchison, Topeka & Santa F'e.—This company has 
undertaken, or is about to undertake, the construction of 
several branch lines in New Mexico, leaving the main line 
at various points and penetrating the best sections of the 
territory, where traffic may be expected either from mines 
or from agricultural or grazing districts. The Lake Valle 
Branch was recently completed, and work is now ‘well 
advanced on the branch to Magdalena, which will be about 
finished in another month. Work will soon be begun ona 
branch from Jemez to Bernalillo, which is considered 
one of the most important of the proposed new lines, 
as it willrun through a very good country, and besides open- 
ing up a large area of grazing land, will reach some excel- 
lent mines and will also enable tourists and invalids to reach 
the hot springs at Jemez, which are said to be superior to 
tbat at Las Vegas. This branch will also skirt the wooded 
country lying upon the edge of the Rio Grande Valley and 
render accessible the supply of lumber, which is especially 
valuable in that region. It is also said that a line from San 
Antonio to White Oaks will soon be begun. This will pass 
— a mineral region where very good coal has been 
found, 

Atlantic, Tennessee & Ohio.— Wilkes County, N. C., 
bas voted $50,000 in county bondsin aid of the extevsion 
of this road. Grading is already in progress on one section 
of the work and further contracts will probably be let soon 
in consequence of this vote. The extension is to run from 
Statesville, N. C., northwest to Taylorsville, and thence 
northward to Wilkesboro, about 40 miles in all. 

Baltimore & Ohio Telegraph.—In the United States 
Circuit Court in Baltimore, May 25, Chief Justice Waite 
filed his decision in the case of the Western Union agaiust 
the Baltimore & Ohio Co., which has been pending fora 
number of years in the United States Circuit Court for 
Maryland. The Western Union as the successor of the old 
Western Telegraph Co. claimed the telegraph lines erected 
under a contract between the Baltimore & Ohio Co. and the 
Western Telegraph Co. in 1855, from Baltimore to Wheel- 
ing and Parkersburg. The Baltimore & Ohio Co. contended 
that the contract had expired, and that the Western Union 
Co. had no right upon its line of road, and that the Balti- 
more & Ohio has been in congue possession and operation 
of this line of telegraph since 1877. The court upholds the 

ition taken by the Baltimore & Ohio Co., giving to the 
estern Union simply the value of one wire which was ten- 
dered to it by the Baltimore & Ohio Co, at the time of tak- 
ing possession of the lines in 1877. This is..claimed as a 
very important decision, and is anotber victory for the Bal- 
timore & Ohio Telegraph. 


Birmingham Mineral.—Track is reported laid on this 
road from the junction with the Louisville & Nashville road 
near Grace’s Gap, Ala., to the Sloss coal mines, a distance of 
714 miles. The road is built chiefly to carry coal and iron 
ore. It will be opened for traffic shortly. 


Boston, Concord & Montreal.—The annual meeting 
of this company was held in Plymouth, N. H., May 26, but 
only the usual routine business was transacted, nothing being 
said or done at the meeting about the reported lease of the 
road to the Boston & Lowell Co. Officers of the company 
deny the report that such a lease bad been agreed upon. 


Boston, Hoosac Tunnel & Western.—This com- 
some statement for the quarter ending March 31, is as fol- 
ows: 





eos sath dn aceercemsanedis ane vaddss0dpedénas $94,478 
Expenses (105.9 per cent.)............25 20 sees coeeeceeee 10 ',106 
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The earnings for the quarter fell considerably below the 
working expenses, showing an actual deficit instead of net 
earnings. ; 

Boston & Lowell.—The town of Billerica, Mass,, has 
voted $20,000 in aid of the building of a branch of this road 
from Billerica Centre to Bedford, on nearly the line for- 
merly occupied by the Billerica & Bedford road, now aban 


gotiations had been completed for a lease to this company of 
the Northern (New Hampshire) and the Boston, Concord & 
Montreal roads, and at the same time it was stated that the 
company had been buying largely the stock of the Concord 
Railroad Co., with a view to controlling the board of direc- 
tors chosen this week. These negotiations had been con- 
ducted with great secrecy, and it was not intend- 
ed that they sbould be made public until every- 
thing was arranged. The leascs, if concluded, would give 
this company practical control of the entire system of roads 
north and west from Concord, and would place the Concord 
road in an entirely dependent position, even with an un- 
friendly board of directors. The preliminary negotiations, 
however, would not conclude the lease, for under the present 
general law of New Hampshire a lease must not only be 
ratified by two-thirds of the stockholders, but must be ap- 
neg by the Railroad Commission and the Supreme 
ourt. 

It has been formally denied that the reported leases had 
been agreed on, but there isno doubt that negotiations of 
some kind have been in progress, and that a close alliance 
under some form has been contemplated. It is also an open 
secret that Concord stock has recently been largely bought 
for the Boston & Lowell people, whose agents have picked it 
up wherever they could getit. Just what has been done 
tbe parties in interest decline to say. 

At the Boston, Concord & Montreal meeting on Monday 
of this week no mention was made of a lease, and no action 
of any kind was taken by the stockholders. The Northern 
meeting is nut held until Thursday, too late for us to receive 
areport. Atthe Concord Railroad meeting on Tuesday a 
board of directors was chosen which is not under control of 
this company. 


Brattleboro & Wilmington.—A meeting was held 
in Brattleboro, Vt., May 24, to consider the question of 
building a narrow-gauge road from that town westward to 
Wilmington, about 25 miles. It was finally decided to ask 
the authorities to call a town meeting for the purpose of 
voting aid to the enterprise. It is thought that if the town 
of Brattleboro will subscribe bonds to twice the amount of 
its tax list, or about $66,000, the building of the road will 
be secured. The project has been talked about for the last 
three or four vears. 


Burlington & Northwestern.—Suit has beer brought 
against this company by a number of bolders of first-mort- 
gage bonds for a foreclosure of the mortgage and sale of the 
road. Bonds were issued in 1879 bearing 8 per cent. inter- 
est, and it is said that only $84,000 in all were sold. No in- 
terest has been paid since May, 1882, and bondholders now 
ask for a decree of foreclosure. The roadis of 3ft. gauge 
and extends from Burlington, Ia., to Washington, 52 miles. 


Canadian Pacific.—A dispatch from Ottawa, May 28, 
says: ‘‘ Mr. Grenfell, a New York banker, had an inter- 
view with Sir John Macdonald, the Dominion Premier, here 
tce-day, in reference to the prospects of the Canadian Pacific 
Railway. It bas been ascertained that President Stephen 
hes found it impossible to dispose of any stock in England 
since the Dominion Government bas refused to release its 
mortgage upon the road, and some other means of raising 
money must be adopted. Mr. Stephen will return to Canada 
at once, and a meeting of the Canadian Pacific shareholders 
wil) be called to consider a proposal to issue bonds. As 
these would have little value while the mortgage remains 
on the road, an effort will be made to induce the govern- 
ment to guarantee 5 per cent. interest on them for 30 years. 
If this can be accomplished, an effort will be made to float 
the bonds in London and New York.” 


Catonsville Short Line.—Work is in progress on the 
grading of this road. Much of it is completed, but there 
remain two or three heavy cuts and fills to be finished before 
tracklaying will be begun. The road is to run from St. 
Agnes station, on the Baltimore & Potomac road. westward 
to the village of Catonsville, Md., a distance of 6 miles. The 
road will be worked as a branch of the Baltimore & Poto- 
mac, and trains will be run from Baltimore through to 
Catonsville without change. 


Central Massachusetts.—It is understood that nezo- 
tiations have been in progress with the Worcester, Nashua 
& Rochester Co. for a transfer of this road; whether a lease 
or sale of the road is contemplated is not stated. . 

Chief Engineer Dwight has completed a report of his ex- 
amination of the road. It has not yet been made public, 
but it is said that he estimates that the completed portion of 
the road to Jefferson can be put in good order at a very 
small cost, and that the unfinished portion from Jefferson to 
Northampton can be completed for about $1,000,000. It is 
thought that $1,790,000 will finish the road and purchase 
sufficient equipment. There is, however, no probability 
that this amount of money can be raised, and there seems to 
be no present prospect for the reopening of the completed 
portion of the line, unless it is done by the Worcester & 
Nashua Co. under a lease or some other working arrange- 
ment, 


Central Vermont.—The Boston Advertiser of May 27 
says : ‘*The annual meeting of the Ceutral Vermont Rail- 
road Co. will be held at St. Albans, June 19. The election 
of directors will occur, and the company will vote upon a 
proposition to increase the number beyond seven. It will 
also decide whether or not to take a lease of the Consolidated 
Railroad of Vermont and a transfer of its leased lines, and 
furthermore, it is called to determine whether or not it will 
enter into a contract with the Consolidated Railroad Co. of 
Vermont for the assumption of the indebtedness of the trust, 
and the fulfillment of the conditions of the covenant entered 
into by said company. and, if so, upon what terms and con- 
ditions. Itis understocd that mcst or all these propositions 
emanate from the managers themselves, hence it is supposed 
they will be adopted, as the managers have a controlling vote 
in both compavies. In this case the Consolidated Railroad Co. 
will figure in history only as a bridge over which the old Ver- 
mont Central and the Vermont & Canada pass into the per- 
manent control of the Central Vermont, a company which 
grew out of them and never had any road of. its own.” 


Chicago, Burlington & Quincy.—In Ottawa, IIl., 
May 22, suit was begun in the Circuit Court against this 
company, the Ottawa, Oswego-& Fox River Valley Co., and 
several towns on the line.of the last named road. The suits 
are a result of the decision’ of the United States Supreme 
Court invalidating town, bonds issued in aid of the Fox 
River road, and, itis supposed, are brought to secure an 
accounting on the part of the Chicago, Burlington & Quincy 
Co., for the business: of the Ottowa, Oswego & Fox River 
Valley road, which is now owned by the former company. 


Chicago, Fairchild & Eau Claire River.—Work 
has been in progress for some time on the grading of an ex- 
tension of this road from the present terminus at Eau Claire 


River, Wis., northwest 20 miles. Tracklaying bas been 
begun. It is proposed to build the road through to Spenser 
this, season. 


‘Chicago, Rock Island & Pacific.—In the Kennedy 
suit brought against this company some weeks ago, to com- 
pel the officers of the company to permit a stockholder to 








doned. Reports have been circulated this week that ne- | inepect its stock books or list of stockholders, Judge Law- 


rence has decided in the New York Supreme Court that it is 
the duty of the transfer agent in New York of any corpora- 
tion existing without the jurisdiction of the state to exhibit 
at all reasonable times, during the usual hours of transact- 
ing business, to any stockholder, when required by bim, the 
transfer book of the corporation and also a list of the stock- 
holders, if it is in bis power to do so. While seeking to apply 
this — rule to the Kennedy case, Judge Lawrence 
found that the transfer agent of the company, Mr. Tows, 
had sworn that Mr. Kennedy had not applied to him 
for permission to see the wauster bene, but had 
asked to be allowed to inspect the stock books ; that the 
company has no stock books, but only a stock ledger, and 
that there was no list of the company’s stockholders in exist- 
ence. 

The issues of facts having thus been raised the Judge 
declared that he was unable to decide the question upon affi- 
davits, and he decided that he would grant an alternative 
writ of mandamus to Mr. Kennedy, so that all questions of 
fact might be determined by a referee priur to the renewal 
of an application for a peremptory writ to compel the agent 
to exhibit the transfer books and the list of stockholders. 


Cleveland, Delphos & St. Louis.—Arrangements 
are in progress to change this road from 8 ft. to standard 
gauge and also to extend it from its present terminus at 

arey. O., eastward to Akron, about 100 miles. The com- 
pany will shortly commence the construction of repair shops 
in Delphos, 


Columbus, Fort Wayne & Western.—A preliminary 
survey is in progress for this projected line from Columbus, 
O., through Urbana, Sidney and Decatur to Fort Wayne, 
Ind. The distance is about 160 miles. 


Columbus Southern.—Tbis compan 
ized to build a railroad from Columbus, Se. southward to 
Lumpkin, a distance of about 30 miles. A branch to Pres- 
ton, about 20 miles, isalso proposed. A considerable amount 
has already been subscribed to the stock. It is also proposed 
to extend the road to Albany. 


has been organ- 


Concord.—At the annual meeting in Concord, N. H., 
May 27, Mr. Jobn M. Mitchell, of Concord, offered a protest 
against the right of Henry C. Sherburne, George C. Todd, of 
Concord, and Alvah W. Sulloway, of Franklin, to vote on 
4,199 shares of Concord Railroad stock, which is really 
owned by the Northern Railroad, on the ground that per- 
sons who are directors in other railway corporations could 
not by law be properly chosen to the directory of the Con- 
cord road. President Smythe said that the protest would 
be received. William L. Foster, of Concord, stated that un- 
expectedly a temporary injunction had been issued by one 
of the Judges of the Supreme Court against the right of cer- 
tain parties to vote on these 4,200 sbares of stock, and 
moved that the meeting be adjourned to the last Wednes- 
day of June to give all parties a fair chance. This was lost, 
and the election was then held, resulting in the choice of a 
board of directors not specially favorable to the Lowell and 
Northern interests, the candidates favored by the local stock- 
holders being elected. 


Consolidated, of Vermont.—The Boston Advertiser 
of May 26, says: “Notice has been given that the bonds of 
this company will not be exchanged at par and accrued in- 
terest for the securities of the Vermont Central, the Ver- 
mont & Canada and the receivership after June 30, and 
that interest will be allowed up to that time on all bonds 
given in exchange, thesame as if the securities had been 
presented earlier. The object of this is to hasten the ex- 
change of the small amount outstanding of the severa 
issues. The expedient is criticised because the Consolidated 
Vermont has not yet taken possession of the roads, and the 
non-assenting holders of the old_ securities fail to 
see why they should give up what is supposed to 
be a lien upon property in exchange for the obli- 
gatious of a company that has no property in its possession. 
In other words, the company which brings a pressure to 
bear is itself accused of being delinquent, and the claim is 
made that, until its own action makes it safe for the security- 
holders to exchange. it can have no legal or equitable right 
to limit rates or dates of exchange ont interest. There is 
little doubt, however, that whenever Mr. James R. Lang- 
don, one of the directors of the Consolidated Vermont, shall 
exchange bis securities, thus making the party putting forth 
the scheme a unit in its completion, there will be no 
further hesitancy on the part of the few older sufferers who 
are now waiting out of abundant caution.” 


Denver, Western & Pacific.—Holders of about $150,- 
000 of the first-mortgage bonds of this compasy have filed a 
bill in equity in the United States Circuit Court at Denver, 
Col., against this company, the Union Pacific and others. 
The suit is brought to set aside the transactions and pro- 
ceedings whereby the road passed under the control of the 
Union Pacific. The complaint alleges that the Treasurer of 
the company conspired with the officers of the Union Pa- 
cific, and by hypothecating $694,000 of the bonds, received 
from them about $240,000, with which he paid claims 
against the company ; that by holding this amount of bonds, 
and also securing certain claims against the road on 
which judgment had been taken, the Union Pacific pro- 
cured the sale of the road and bought it in for asmall 
amount. It is charged that all these proceedings were had 
without proper authority from the bondholders, and that 
the value of the bonds had been gréatly impared. The 
complainants ask for the a a receiver and for 
an injunction against the Union Pacific to prevent its fur- 
ther operation or contiol of the property. 


Detroit, Mackinac & Marquette.—The Negaunee, 
Mich., correspondent of the Marquette Mining Journal says 
of the extension of this road: ‘‘The Marquette & Western 
Railroad is pushing the contractors pretty bard just now to 
get the gap in this city closed and ready for the trains by 
the first of June. The iron bridge over the Marquette, 
Houghton & Ontonagon Railroad is completed, and rails are 
laid beyond that point toward the Uvion depot. There has 
been considerable rain lately, and it has greatly retarded 
building and blasting, and the contemplated opening of the 
line will be delayed in consequence. There is very little un- 
finished work between this city and Ishpeming, aside from 
the branch into the Cleveland Mine, grading upon which is 
almost completed. The main line is being aligned and put 
in shape for traffic, and it is expected that trains will be run- 
ning before June 1.” 


Eastern.—This company’s earnings for April and the 
seven months of its fiscal year from Oct. 1 to April 30, were: 


1884. 1883. Inc. or Dec. P.c. 
April... .-.sc-ccee 0. ooo $208,320 $267,615 D. $1,206 0.6 
Seven montbs............. 1,905,698 1,897.401 I. 8,297 0.4 


There kas been no change in mileage, and the earnings 
this year are substantially the same as last year. No state- 
ment of expenses is given. 


Fairmont, Morgantown & Pittsburgh.—Pro Is 
for the grading and masonry of 10 miles of this railroad, 
extending from Newport, W. Va., to Little Falls, are 
received at the office of H. U. Whiting, Engineer, in Fair 
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mont, W. Va., until May 31. The masonry will include 
about 4,000 cubic yards of second-class work and 1,000 
cubic yards of arch culvert masonry. 


Fargo Southern.—It is reported that this road has 
been sold to a syndicate composed of parties interested in 
the Northern Pacific, the Milwaukee & St. Paul and the 
Manitoba roads. Officers of the Northern Pacific, however, 
say that as far as their company is concerned the report is 
entirely without foundation, the company having received 
no proposition from any one in any way connected with the 
Fargo road. Officers of the Milwaukee & St. Paul also deny 
the report, although it is said that money for the construc- 
tion of the road has been largely furnished by two or three 
parties who are connected with their company, either as 
stockholders or directors. Itis stated, however, that the 
action of these parties in subscribing to the stock of the 
Fargo road was entirely personal and that the Milwaukee & 
St. Paul Co. bad nothing whatever to do with it. 

The track is now all laid from Fargo, Dak., southward to 
Wahpeton, 37 miles. Between Wahpeton and Ortonville, 
Minn., tracklaying is making rapid progress, and the line, it 
is expected, will be finished by the middle of June. 


Gurdon & Okolona.—This company is being organized 
to build a narrow-gauge road from Gurdon, Ark., to Oko- 
lona, a distance of 14 miles. The capital stock is $100,000. 
Gurdon is at the junction of the Camden Branch with the 
main line of the lron Mountain road. 


Hartford & Harlem.—The quo warranto suit brought 
by the New York & Connecticut Air Line Co. against this 
company came to an end in the Superior Court at Bridge- 
port, Conn., May 22, when the application was set aside and 
the complaint dismissed. 


Jacksonville, Tampa & Key West.—The extension 
of this road from Palatka, Fla., to Sanford, 70 miles, is be- 
ing rapidly pushed and the road-bed was graded to within 
15 miles of Sanford on May 20. The bridge across the St. 
John’s River at Buffalo Bluff, 7 miles below Palatka, is un- 
der contract for completion early in September. It is being 
built by M. S. Cartter & Co, of St. Louis. The draw will 
have a clear swing of 100 ft. on either side of the supporting 
pier. It is confidently expected that trains will be running 
throngh to Sanford by Dec. 1, the distanc2 to that 
place from Jacksonville being 125 miles. The Seville & 
Halifax Branch of this road from Seville (12 miles south of 
Palatka) to Daytona on the coast, about 30 miles, will also 
be completed in December. The time between Jacksonville 
and Sanford will bs about 4!¢ hours, direct connection be- 
ing made at Sanford with the South Florida road for 
Tampa. 


Kentucky Central.—It is stated that the East Tennes- 
see, Virginia & Georgia Co., or persons representing its in- 
terest, have purchased a large interest in the stock of this 
company, and that they will have an interest in the board. 
Their holding of the stock is nota controlling interest, but 
is, it is understood, so large that the Chesapeake & Ohio and 
the East Tennessee compani¢s will b2 substantially joint 
owners of the road. The Central will be used as the Cincin- 
nati connection of the East Tennessee road, and through 
trains will be run to and from Cincinnati over this line. 


Manhattan.—This company’s quarterly statement, as 
filed with the New York Railroad Commission, is as follows: 
Earnings ($50.762 per mile..............cececee ceceees $1,641,647 








Expenses (58.5 per Cont.)... ..cccccsecs cocccsccccceece 959,864 
Net earnings ($21,082 per mile).................. $681,783 
MincellanGOUs TOCHIEB. a... 0000606, 0000:6000000--s000000000 20.199 
TOG voc capnuredasseochtweesvass $701,982 
DO | 5 ca ccdaccddsesvanine Saghvnbee 
Ms cass che ‘paduoucbvaesbwee ake amines 
Na ii a 5 i o's sce a teeh! a hauabeneatee kena 
369,547 
Sarplus.......+. sca cniein tag nick wehane abe leeed antes $332,435 


No statement was made for the quarter last year, and no 
comparisons can be made. 


Memphis & Little Rock.—A dispatch from Little Rock, 
Ark., May 22, says: ‘‘The report of Special Commissioner 
Charles P. Redmond was filed this afternoon in the Federal 
Court. It will be remembered that he was appointed by Judge 
Caldwell, and directed. to make a thorough investigation 
into the suits and affairs of the Memphis & Little Rock Rail- 
road. The report is quite lengthy, containing exhibits and 
evidence taken by the commissioner, who finds that the suit 
by which such receiver was appointed was collusive between 
Russell Sage and Jay Gould and the Memphis & Little Rock 
Railway as reorganized, and recommends that none of the 
funds now in court be paid on the judgment, but. be paid on 
the judgment of the first mortgage bondholders, under which 
Mr. Rudolph Fink was appointed Receiver of the road.” 


Meriden & Cromwell.—The grading of this road is 
completed and track laying has been begun. It is ex- 
pected that the road will be completed early in June. It is 
to run from Meriden, Conn., northeast to Cromwell on the 
Connecticut River, about 12 miles. 

Mississippi Railroad Commission.—In the United 
States Circuit Court in Jackson, Miss., May 23, the Court 
affirmed its previous decision in the case of the Illinois Cen- 
tral Co. against the Mississippi Railroad Commission, and 
made perpetual the injunction restraining the Commission 
from interfering with the business of the company. An 
application for a rehearing was denied. Counsel for the 
Commission are preparing an appeal to the United States 
Supreme Court. 

Missouri Pacific.—This company makes the following 
statement for April and the four months ending April 30, 
including the Missouri Pacific proper and the hen Moun- 
tain lines, 1,895 miles in all: 





——-—April. —  --—Four months.—-—\ 
1884. 1883. 1884. 83. 
Earnings. . ..... $1,196,657 $1,150,057 $5,173,946 $5,181.686 
Expenses ........ 693,776 835,978 2,913,673 3,153,231 
Netearnings ... $502,881 $314,079 $2,260,273 
Fixed charges four months................. 1,339,662 








Surplus INCOME. ..........0.cceeresees $920,611 er 
Expenses include taxes. For the four months this shows 
a decrease in gross earnings of $7,740, or 0.2 per cent., with 
a decrease in expenses of $239,558, or 7.6 per cent., the 
result being a gain of $231,818, or 11.4 per cent., in net 
earnings. 


Mt. Vernon, Coshocton & Wheeling.—An agree- 
ment, it is stated, bas beea made for the consolidation of 
this company and the Pennsylvania, Virginia & Ohio.. Both 
companies are paper organizations as yet, neither having 
any completed road. 


Nashua & Lowell.—The directors of this company have 
issued a statement to the stockholders explaining why dur- 
ing the past year only 644 per cent. had been paid in divi- 
dends on the stock, while the rental is equal to 8 per cent, 
The reason has been the unsettled condition of the contro- 
versy with the Boston & Lowell Co. with regard to the 
amount due under the old traffic agreement under which the * 








roads were formerly worked. These claims were last year 
submitted to arbitration but the arbitrators decided against 
this company. The directors believed this decision to be 
unjust because the arbitrators had not given them a proper 
hearing, and they therefore withdrew their consent 
to the arbitration. Notwithstanding this the Boston & 
Lowell Co. went on with the proceedings and sub- 
mitted certain claims against this company to the 
arbitrators, finally receiving an award in its favor. 
This award the directors refused to pay and suit was 
brought against the company to recover the amount, and 
the Court bas decided that the award was invalid. This 
decision may, however, be taken to the Supreme Court for 
revision and will probably be so taken. The other suits 
pending by the company to recover balances due still con- 
tinue in court on account of the delays interposed by the 
other party, and no decision has been reached. Under the 
circumstances the directors have deemed it best to retain a 
balance on hand in order to meet the legal expenses and 
pay claims which may be finally decided against the com- 


pany. 

In the old suit brought by the Ogdensburg & Lake Cham- 
plain against this company no decision has been reached. 
The suit is still pending in the United States Circuit Court, 
and will probably be heard at the June term. 


New York, Lake Erie & Western.—The directors 
have decided to pass the June interest on the second consoli- 
_— bonds, for the reasons set forth in the following circu- 

ar: 

**The fiscal year of this company commences with Oct. 1. 
As a general rule the business and earnings of the company 
are much less for the tirst half than for the last half of the 
year. The falling off in earnings for the first six months of 
the present year has been unusually large. 

“ Tbe coupons on the second consolidated mortgage bouds 
are due and payable on the Ist of June prox. It was 
deemed wise by the parties in interest who planned the re- 
organization of the Erie Co. and the organization of this 
company ‘in pursuance of which plan and reorganization the 
second consolidated mortgage pt the bonds secured thereby 
were executed and issued) to provide for the contingency of 
‘any failure to pay interest which may result from the want 
of net earnings of the mortgaged premises,’ and to provide 
further and against the usual consequences which would fol- 
low from such failure to pay ‘ until on each of six successive 
due dates of coupons some interest secured by the said inden- 
ture shall be in default and unpaid.’ 

‘* Under ordinary circumstances the board wight, on the 
present as on the former occasions, provide to some extent 
for the deficit of the first six months, relying on the usual 
iucrease in earnings of the last half of the year, but in the 
present depressed condition of the business of the country 
and of the earnings of this company, as well as of others, 
the board does not feel at liberty to deal with anything but 
the business and earnings as now ascertained, and therefore 
deems it wise to accept the provisions of the mortgage as 
the lawful rule for their government in the existing emer- 
gency and circumstances, and for the present to postpone 
the payment of the coupons belonging to the bonds issued 
under such mortgage and payable by the terms thereof on 
the 1st prox. 

“The board believes such failure to provide for the pay- 
ment of interest cannot be of long duration, but that by the 
exercise of great economy in conducting the business of the 
company and careful‘husbanding of its resources and pro- 
tection of its credit, the urgency requiring such postpone- 
ment of payment either in full or in part will surely pass.” 

It is understood that a few of the directors favored the 
payment of the coupon in scrip, but their views did not meet 
with favor from the majority of the board. 


New York & New England.—In Boston, May 22, a 
meeting of the holders of New England Car Trust certifi- 
cates was held to consider the offer of Receiver Clark to 
pay the April interest, provided holders would agree to ex- 
tend for six months the payment of the certificates falling due 
April 1, 1884. It was voted to accept from the Receiver a 
sum equal to the rent due April 1, less the installment prin- 
cipal then due, also that the payment of the certificates 
which become due April 1 be extended to Oct. 1 next, with 
interest, and that the default which occurred both as relates 
to principal ana interest be waived, and that the contract of 
lease be in no way affected or changed, except as to the ex- 
tension of six months on the April certificates. 

A meeting of the stockholders will be called in June to 
vote on the question of ae the acts providing for the 
issue of preferred stock and the sale of second-mortgage 
bonds to pay off the floating debt. 


New York, New Haven & Hartford.—Under an 
order just issued the conductors, baggagemen and brakemen 
on all through trains will run all the way through between 
New York and Springfield. Heretofore all trains have 
changed their crews at New Haven, one crew running be- 
tween New York and New Haven and another between New 
Haven and Springfield. The trainmen will be required to 
make one round trip between New York and Springfield 
daily, considerably increasing their work. The distance 
from New York to Springfield is 136 miles. The run from 
New York to New Haven is 74 miles; from New Haven to 
Springfield, 62 miles. 


Norfulk & Western.—This company makes the fol- 
lowing statement for April and the four months ending 
April 30: 








April. -——Four months.—— 

1884. 1883. 1884 1883. 
Earnings....... ... $211,522 $190,996 60,197 $800,162 
Expenses .......... 132.922 109,769 534,002 462,068 
Net earnings..... $78,600 $81,227 $326,195 $338,004 
Per cent of exps... 63 57 62 58 


For the four months this shows an increase of $60,035, or 
8 per cent., in expenses, with au increase of $71,934, or 16 
per cent., in expenses, and a resulting cecrease in net earn- 
ings of $11,899, or 4 per cent. ‘The New River Division, 75 
miles, was opened to the coal fields May 21, 1883, so that 
its operations are included this year and not last year. 

The statement says: ‘“‘ The regular shipments of coal and 
coke from Pocahontas, interrupted by the miue explosion of 
March 13, were partially resumed in the latter part of 
April, but not in time for. a marked effect upon the earn- 
ings. The increase of gross earnings is mainly due to other 
business, and to the restoration of tariff rates on through 
freight. The increase of expenses is due to the increased 
volume of freight business, and to the expenses of the New 
River Division.” 

Northern Central.—Thiscompany makes the following 
statement for April and the four months ending April 30: 

-——-April--—-— -——-Four —— 











1884. 1883. 1884. . 
Earnings............ $454,749 $476,335 $1,725,772 $1,969,318 
Working exps.. . .$246,257 $259,866 $976,083 $1,303,657 
Extraordinary exps. 29,735 21,675 132,332 178,427 
Total.... ......006 $275,092 $281,541 $1,108,415 $1,282,084 
Net earnings..... $178,757 $104,794 $617,357 $687,234 
Percent.of exps. , 60.2 50.2 64.2 85.1 


For the four months this shows a decrease in gross earn 





ings of $243,546, or 12.1 per cent.; a decrease in workin 
expenses of $127,574, or 11.5 per cent., and in extraordi- 
nary expenses of $46,095, or 25.9 per cent., making a de- 
crease in total expenses of $173,669, or 13.5 per cent., and 
a resulting decrease of $69,877, or 10.2 per cent., in net 
earnings. 

Northern Pacific.—The new iron ferry boat “Kalama” 
was launched at Portland, Oregon, last week. It will be 
used in transferring passengers and freight across the Co- 
lumbia River at Kalama, connecting the line from that 

lace to Tacoma with the line from the river south to Port- 
and. The boat, which is one of the largest of the kind in 
the United States, will be ready for service in about a 
month. Its cost is about $400,000. 


Oregon Improvement Co.—This company makes the 
following statement for March and the four months of its 
fiscal year from Dec. 1 to March 31: 


-—-—Four months.—-— 


: «a 1883, 1884. 1883, 
Earnings... .... ..$291,978 $298,878 $1,050,766 $1,069/161 
Expenses.. . .... .... 233,242 234,008 867,818 844,874 

Net earnings........ $58.736 $64,870 $182,948 $224,987 
Per cent. of exps.... 79.9 78.3 82.5 79.0 


This shows for the four months a decrease of $18,395, or 
1.7 per cent., in gross earnings, with an increase of $22,944. 
or 2.7 per cent., in expenses and a resulting decrease of 
$41,339, or 18.5 per cent., in net earnings. 


Oregon Railway & Navigation Co.—Private dis- 
patches from Dundee, Scotland, state that this company had 
defaulted on the interest due in Mayon the bonds of the 
Oregonian Railway Co., whose road is leased to this com- 
pany. The bonds were almost all held in Scotland. The 
Oregonian lines, which include about 175 miles of narrow- 
gauge road south of Portland, were leased by this company 
some three years ago. It is understood that they have 
barely earned their running expenses, and the lease has been 
a heavy burden on the company. It is not known whether 
any further action is proposed. 

Pacific & Great Eastern.—The directors of this com- 
pany have concluded a contract with a concern known as 
the St. Louis Construction & Land Co. to build the entire 
road, which is to run from Cincinnati in Washington 
County, Ark., eastward to the Mississippi River, running 
generally parallel with the Missouri line through the north- 
ern counties of the state. The contract is conditional on 
raising a certain sum of money. 


Pennsylvania.—This company’s statement for April 
shows for that month, as compared with April, 1883, on all 
lines east of Pittsburgh and Erie : 


An increase in gross earnings of........ .......sseesses 559 
BD GOGTORED Bb GEOMGNE GE .0. 200. 0518 000 scopnssecnsere 132,066 
Bele GINO: 25.4 -05566c0000.s a: qanahi ieee nten hthieis he diahih $226,625 


For the four months ending April 30, as compared with 
the corresponding peried last year, the same lines show : 





A decrease in gross earnings Of.... ... .. 1 ...-seeeees $732,800 
B GORRGREO TR GGIID OR ois cs s060..2 00008000 des bane 391,513 
Peed RN idbe sais cabin kwcsctestcicetake pinkie $341,287 


Carrying out these comparisons with last year we have 
the following : 





1884. 1883. Inc. or Dec. P.c. 

Earnings.... .. ... $4,156,309 $4,061,750 I. $94,559 2.3 
Expenses.......... 2,461,853 2,593,919 D. 132,066 5.1 

Net earnings..... $1,694,456 $1,467,831 I. $226,625 15.0 
Per cent. of exps.. 59.2 64.8 D. re oe 

Four months: 
Earnings.... ...... $15,150,907 $15,892,707 D. $732,800 4.6 
Expenses...... .. 9,770,380 10,161,593 D. 391,513 3.8 

Net earnings..... $5,889,527 5,730,814 D. $341,287 6.0 
Per cent. of exps.. 64.4 63.9 I, 0.5 


All lines west of Pittsburgh and Erie for the four months 
of 1884 show a deficiency in meeting all liabilities of $315,- 
808, being a decrease of $716,830 as compared with the 
corresponding period last year. 

A dispatch from Reading, Pa., May 28, says: ‘The hear- 
ing in the injunctions secured by the Pennsylvania Schuyl- 
kill Valley Railroad Co., against the Philadelphia & Read: 
ing Railroad Co., for obstructing the route over River, 
Canal and Front streets, in this city, commenced here to- 
day, and will probably occupy the entire day. The result 
will determine whether the new company (the Schuylkill 
Valley) can use the route which it had surveyed w connect 
with the Schuylkill coal region or survey an entirely new 
route. Counsel for the Pennsylvania Schuylkill Valley road 
claim that the Philadelphia & Reading wake on River street 
were abandoned some years ago, and that the tracks re- 
cently laid there by the last named company are not for 
legitimate traffic, but to obstruct the new line and sbut it 
out from the city. Counsel for the Philadelphia & Reading 
road argue that it alone has the right to use the streets 
named for railroad purposes.” 


Philadelphia & Reading.—No scrip has yet been 
issued by the company in payment of wages, although it is 
understood that some will probably be paid out in a few 
days. The employés of the main line will probably accept 
it, although unwillingly, but on the New Jersey Central 
Division there is much complaint, and several meetings of 
the employés have been held with a view to deciding 
what course to take. It seems probable that, if payment is 
made in scrip instead of in cash there will be eithera 
general or partial strike. The employés are already much 
discontented at the delay in paying April wages, which 
have not been paid west of Bound Brook. The merchants 
and banks along the line of the road are divided in opinion, 
some of them professing willingness to accept the scrip at 
par, while otbers will refuse to do so. 

It is also stated that the New Jersey law, probibiting cor- 
porations from paying their employés otherwise than in 
money, will be enforced if scrip is offered in payment of 
wages on the Central Division. 

‘The work of cutting down the running expenses of the 
road is still continued both on the main line and on the New 
Jersey Central Division. A large number of men have 
been discharged from the shops, and the repair shops every- 
where are running short time, those at Elizabethport only 
two days in the week. This great reduction in the shop 
work is possible at present, owing to the slackness of the 
coal business, but there must undoubtedly be an increase in 
the working force before long if the current repairs are to 
be kept up. 
== bis company’s statement for A ril and the five months of 
its fiseal year from Dec. 1 to April 30 gives the earnings of 
the railroad lines as follows, the Central Railroad of New 
Jersey being included this your not last year: 




















-- — = 1884. 
April; Reading. Central. Total Reading. 
parnings is gases $1,883,786 $971,887 $855,673 $1,776,616 
Expenses......... 1,046,251 505,261 1,551,512 971,189 
Net earnings.... $837,535 $466,626 $1,304,161 $755,427 
Five months: 
Earnings. ........$7.638,457 $3.901,145 $11,539,602 $8,253,865 
Expenses.......-. 4,738,857 2,495,194 7,284,051 4,667,648 
Net earnings. ...$2,899,600 $1,405,951 $4,305,551 $3,586,217 


This shows for the Reading lines proper for the five 
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months a decrease in gross earnings of $615,408, or 7.6 
per cent.; an increase in expenses of $71,209, or 1.5 per 
cent., and a resulting decrease in net earnings of $686,617, 
or 19.2 per cent. The month of April shows a net gain, for 
the first time this year. 

The Central rental was $514,643 for April and $2,412,832 
for the five months, thus exceeding the earnings of that line 
by $48,017 in April and $1,006,881 for the five months. 

The traffic reported is as follows : 

- April. ~ 
1884. 1883. 
Possengers carried .. 1,985,940 1,033,827 





-——Five months.—— 
1884. 1883. 
9,040,306 4,692,067 
3,566,622 2,722,604 


Tons merchandise... 852,720 562,446 066, 2,722, 
TONG CORE «..sc0xseuke 1,133,271 692,872 4,110,010 3.226,559 
Tons coaloncolliers. 43,406 48,761 211,216 211,709 


Of the apparent increase in April the Central lines fur- 
nished 850,201 passengers, 203,688 tons of merchandise and 
584,688 tons of coal, very nearly all the gain coming from 
that line. 

The earnings of the Philadelphia & Reading Coal & Iron 
Co. were as follows : 

or Ree 





— -—Five months.——, 
. 1884. 1883. 


a 1883. 
Earnings........ $1,238,079 $1,193,001 $5,198,798 $5,297,852 
Expenses..... . 1,181,289 1,131,001 5,495,762 5,225,399 





Net, or deficit, N.$106,790 N.$62,000 D.€296,964 N. $72,453 

The result for the month was a decrease in gross earnings 
of $99,054, or 1.9 per cent,, and an increase in expenses of 
$270,363, or 5.2 per cent., a net loss of $369,417, con- 
verting the net earnings of last year into a considerable 
deficit. 

The coal mined from the company’s lands was as follows: 





——Ap! mommy, -—-Five months.-— 
1884. 1883. 1884. 1883. 
By Coal & Iron Co.. 468,411 333,161 1,531,902 1,510,091 
By tenants.......... 54,822 121,327 298,644 569,308 
Tote: sacs. esau 523,233 454,488 1,830,546 2,079,399 


There was a considerable increase for April, but not suf- 
ficient to offset the large decrease for the earlier months of 
the year. 

Taking both companies together, we have the following 
statement, including the Central lines this year: 

i —-Five —— 














1881. “1883. 1884. : 
Bornings .......84,0823,752 $2,919,617 $16,738,400 $13,551,717 
Expenses ...... 2,682,801 21021¢0 §12,729/813 ~ 9,893,045 
Net earnings.$1,410,951 $817,427 $4,008,587 $3,658,672 


For the five months this shows an increase of $4,186,683, 
or 23.5 per cent. in gross earnings; an increase of $2,836,- 
768, or 28.7 per cent., in expenses, and an increase of $349,- 
915, or 9.6 per cent. in net earnings. If the Central net 
earnings be deducted, the net earnings of the two Reading 
companies show a decrease of $1,056,036, or 28.9 per cent. 
If the Central rental, which is an entirely new and addi- 
tional charge, be deducted from the total, the net earnings 
this year would show a decrease from last of $2,062,917, or 
56.4 per cent. 

The expenses given above do not contain any charge for 
interest or rentals, the net earnings being the amount from 
which those charges are to be paid. 


Pottsville & Mahanoy.—A dispatch from Pottsville, 
Pa., May 26, says: ‘‘ Charters were granted last December 
to the Pottsville & Mahanoy and the Reading & Pottsville 
railroads. The former was to connect with the Lehigh Val- 
ley Railroad at New Boston, near Mahanoy City, 12 miles 
from this city, and the latter with the Pennsylvania’s 
new Schuylkill Valley branch. Thus there would be opened 
up direct competition with the Philadelphia & Reading 

Railroad through the coal regions. Strenuous efforts on the 
part of the Reading Co. were made to prevent the building 
of these roads, and its oflicers at once commenced obstruc- 
tive measures. One mile south of Pottsville there is a nar- 
row ravine, which is completely occupied by the Schuylkill 
Valley Branch of the Reading road, the Schuylkill River, 
and the tow-path and bed of the Schuylkill Canal, which for 
more than 10 years has been abandoned. The new branch 
of the opposition road located and staked out its Jine on the 
tow-path. The Reading Co. immediately began the con- 
struction of a temporary track on the tow-path, in order to 
shut.it out. This, however, was quickly stopped by an 
injunction at the instance of the Pottsville & Mahanoy Co. 
The Reading Co. then furnished men and material to a myth- 
ical corporation known as the Water Gap & Schuylkill Rail- 
road. These men were brought to Pottsville by a special 
train, and in the dead of the night began to lay a double 
track on Coal street, ‘which was the new company’s line, 
and where it had already purchased a large amount of pro- 
perty for the erection of stations. Pottsville & Mabanoy 
officials were promptly notified, the judges were routed out 
of bed, and another injunction issued, which stopped further 
aad of the track-laying. This was followed by the 
Schuylkill Navigation Co. restraining the Pottsville & Ma- 
hanoy Co. from exercising any rights on the tow-path. Then 
the People’s Railway Co., at the instigation of the Reading 
Railroad Co., laid tracks on Coal street on a survey made 
as far back as 1865, when it contemplated placing a horse 
railway through that street. Arguments were finally heard 
and affidavits and counter statements were put in. 

* This morning, however, the cases were settled by Judge 
Pershing deciding to refer the first injunction to a master. 
Judge Bechtel sustained the injunction as to the People’s 
Railway Co., on the ground that it had abandoned the rights 
it obtained by its location in 1865. Judge Green sustained 
the injunction against the Water Gap & Schuylkill Railroad 
and quashed the Schuylkill Navigation Co.’s injunction 
against the Pottsville & Mahanoy Railroad, which gives the 
new roada substantial victory.” 

Rochester & Pittsburgh.—This company’s statement 
to the New York Railroad Commission for the quarter end- 
ing March 31 is as follows: 


RARER Se ar ee « scces $227,006 
Expenses (OG.5 POP COME)... viccccesecss ne Soccceccce 224,437 

TG iii US 548 Sto Shinde REY eta Liee ~ $3,459 
Interest, POMAGED, WUMOR, COR e ok. cave es eas tsdccceds 81,396 


Datialt Car Ge GOI ae ise 0in penn 0608) bd no co one > “$77,937 

No comparison can be made in the absence of statements 

for last year. The gross earnings have showed a very large 
increase this year. 


Rich Hill, Appleton & Brownington.—This com- 
any has been organized to build a railroad from Rich Hill, 
Mo., east by north through Appleton to Brownington in 
Henry County, a distance of about 40 miles. A considerable 
amount has already been subscribed to the stock. The road 


will reach several deposits of coal which are believed to be 
valuable. 


St. Joseph & Des Moines.—Arrangements are being 
made to change the gauge of this road from 3 ft. to standard. 
Ties are being distributed along the line and other necessary 
work is being done in preparation for the change. The road 
is controlled by the Chicago, arog om & Quincy, and will 
be operated in connection with the Chariton Branch of that 
road as soon as the gauge is changed. 


St. Louis, Fort Scott & Wichita.—Work is in prog- 





ress on the extension of this road from Wichita, Kan., 
southwest about 55 miles to Anthony in Harper County, 
near the Indian Territory line. The bridge over the Ar- 
kansas at Wichita is completed and the grading is progress- 
ing well. 


Securities on the New York Stock Exchange.—The 
Governing Committee of the Stock Exchange has authorized 
the listing of the following securities: 

Buffalo, New York & Philadelphia, $765,000 additional 
general mortgage bonds, making the total amount 
$3,700,000. 

Chicago & Alton, $2,728,700 new stock, issued in ex- 
change for stock of the St. Louis, Jacksonville & Chicago. 

Delaware & Hudson Canal Co., $3,500,000 shares of new 
stock, issued to pay off maturing bonds. 

Gulf, Colorado & Santa Fe, $1,608,000 new second 
mortgage bonds. 


Texas Storms.—An extraordinarily heavy rainfall in 
Texas last week is reported as doing great damage to the 
railroads, as well as to other property. The Houston & 
Texas Central at one time was reported as under water for 
130 miles, and the Texas & Pacific, the Missouri, Kansas & 
Texas and the International & Great Northern suffered 
severely. The direct damagejin wash-outs, loss of bridges 
and destruction of road-bed and buildings is estimated as 
high as $2,000,000, and the indirect loss, from obstruction 
of traffic, loss of crops, etc., will be very large. 

The storm did not extend into Western Texas, where the 
season has been very dry. Along the Rio Grande Division 
of the Texas & Pacific nc rain has fallen for several months. 


Toledo, Cincinnati & St. Louis.—Circulars have been 
issued by the two different committees representing the 
bondholders. The St. Louis Division Committee, known as 
the Parker House Committee, has issued a circular advocat- 
ing its own plan for the reorganization of the St. Louis Divi- 
sion. The committee urges that under its plan the fixed 
charges upon the road as reorganized will be reduced to a 
minimum and will be considerably less than half of those 
proposed by the Quigley Committee. They urge bondhold- 
ers to join with them as soon as possible, as prompt action 
is required. Under the plan of thiscommittee the securities 
to be issued upon the St. Louis Division will be $8.000 first- 
mortgage bonds, $13,500 preferred stock and $11,500 com- 
mon stock per mile, a total of $33,000 per mile, imposing a 
fixed charge of only $480 per mile. This arrangement will 
place the control of the property in the hands of the present 
first mortgage bondholders. 

The Quigley Committee has also issued a very long circu- 
lar advocating its own plan of reorganization and setting 
forth the risk incurred in placing the road in the hands of 
the Indiana, Bloomington & Western Co, The Parker House 
Committee claims to have secured the adhesion of a large 
number of bondholders, including many who had previously 
favored the other plan. 


Troy & Greentfield.—The Committee on the Hoosac Tun- 
nel and the Troy & Greenfield Railroad last week reported 
unanimously to the Massachusetts Senate a resolve in relation 
to the property. The minority of the committee presented 
an elaborate statement of their views, but the majority, 
while uniting in recommending the passage of the resolve, 
disclaimed any responsibility for the written statement. 

The minority report states that the total amount contrib- 
uted by the state to this enterprise, beginning in 1848 up to 
the present time, not including interest, is $14,198,028, 
which now stands as an unfunded debt of the state, matur- 
ing in various amounts from 1888 to 1897. The sinking 
fund on hand, amounting Jan. 1 last to $5,982,284, will 
fully meet only that portion of the debt which matures on 
or before May 1, 1891, leaving a balance of $827,508 
over, and thus failing to provide for the installments 
maturing thereafter. It is now certain that this de- 
ficit cannot be supplied out of any earnings of the 
property. The net earnings, as long as the property 
remains under its present control, are likely to be of 
trifling amount in comparison with the current interest of 
the debt. If the deficitis made up by taxation in annual 
instalments, the amount required to be raised yearly until 
1891 will be $668,691, provided the taxation is begun now. 
If postponed beyond the present year the amount to be 
raised annually will be proportionately increased. There is 
no escape from this taxation, the committee think, except 
by selling the property of the state in the railroad and tun- 
nel and applying the proceeds to the payment of the debt. 

The committee recommend this course, believing that a 
sale of the property can be made to yield a sum more than 
sufficient to meet all the indebtedness of the state on this 
account, but they think also that, should the price obtained 
be less than needed to meet all the debts, it 1s nevertheless 
best to sell the road. The money expended upon the tunnel 
was not expected to return any direct profit, but was paid 
in promotion of a great public enterprise in consideration of 
the benefits likely to accrue therefrom to the people of the 
state generally. These benefits have been felt to some 
extent, but will not be fully realized until the property is 
worked to the extent of its capacity, and this, the committee 
think, is not likely to be brought about without a change in 
the control in the ownership of the property. 

The committee believe that, with the system under which 
the tunnel is now managed, the objects for which the work 
was undertaken will not be secured, and they also think the 
present system is wrong both in principle and in detail. 
Under this toll-gate plan, as it iscalled, any railroad com- 
pany connecting with the state road, either directly or by 
intervening roads, may enter upon and use the state road 
with its own motive power and rolling stock, subject only 
to the control of the management of the road, by paying 
certain tolls. In establishing this system the committee 
think the most familiar principles of railroad management 
have been overlooked or disregarded. Believing the system 
was designed to be only temporary and experimental, the 
statement of some of the reasons for this conclusion is sub- 
mitted. 

1. So long as this railroad 1s owned by the state its general 
management devolves upon the Governor and Council, who 
are not likely to be railroad men and not qualified to man- 
age the road and protect the interests of the state. 

2. When any legislation is proposed concerning the road 
the state is sure to be at a disadvantage, as the railroads in- 
terested can employ able lawyers and other skilled persons 
to advocate their interests, while the state has no one in fact 
to represent its side of the question. 

8. Whenever any controversy arises and concessions are 
to be made, all parties expect and insist that the state shall 
concede the most, andasarule itdoes. The claim is urged 
that the state shal] bear the expense because of the indirect 
benefit accruing to the people. 

4. For these and other reasons, all sorts of claims are con- 
stantly made against the state which nobody would venture 
to urge against a private corporation, and in every case the 
state is expected to bear the loss. 

5. The interests of through traffic, the claims of all parties 
for cheaper freights, political influence, railroad companies’ 
and other like influences cannot fail to have some effect 
upon the Governor and. Council and the Legislature in en- 
forcing undue concessions to the demands of connecting 
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roads, and if the Manager of the road attempts to interfere, 
he is liable to encounter active opposition and possibly de- 
mands for his removal from office. 

6. The history of the road has been a series of surrenders 
by the state, of which the committee give a number of 
instances, dating back almost to the t’me when the state 
first took an interest in the work. Under the present man- 
agement the road is wholly at the mercy of its connecting 

lines so far as its business and the proportion of earnings 
which it receives are concerned, and there is no prospect of 
any improvement. 

7. Without going further into the propriety of past 
arrangements the committee think that the plan of the 
management By the state has not been to the public advan- 
tage. A great increase of business has not been followed by 
any increase in revenue and the general course of the income 
received has been downwards. 

8. The present system involves disjointed operations by 
four different managements between Boston and the Hudson 
River, and the inevitable result is constant friction and im- 
paired efticiency of the line, with increased expense of man- 
agement. 

9. Local interests are constantly warping the policy of 
the state to its disadvantage, which is illustrated by the es- 
tablishment of a costly artificial terminus for the benefit of 
one village, and by an expensive and unnecessary deflection 
of the line for the benefit of another. 

10. Finally the committee think that under the present 
system the business of Boston is not protected, and nothing 
can be done for that city except by a consolidated road con- 
trolling the whole line from Boston to the Hudson River and 
the Erie Canal. Only such a road can carry freights to 
Boston at rates which can compete with the New York lines. 
For these and other reasons the committee think that the 
purposes for which the tunnel was built and the interests of 
the people of the state and of the state itself will best be 
served by placing the road under private control as part of 
a consolidated through line, but believing that the necessary 
steps cannot be advantageously taken at the present session 
of the Legislature, the members signing the report unite 
with the majority of the committee in recommending the 
accompanying resolution : 

‘** Resolved, That the Governor and Council be and they 
are hereby requested to consider the relation of the common- 
wealth to the Troy & Greenfield Railroad and Hoosac Tun- 
nel, and to report to the next session of the Legislature such 
recommendations and suggestions concerning the future 
management or disposition thereof as they may deem ex- 
pedient.” 


Union Pacific.—A Boston dispatch says that the direc- 
tors have decided to pass the July dividend. It is also re- 
ported that some arrangement had been made with the 
Government to defer the payments required on the Govern- 
ment sinking funds. This last statement is, however, de- 
nied by officers of the company, although they admit that 
it is probable that no dividend will be paid in July. 

The Boston Advertiser of May 26 says: ‘‘ Messrs Charles 
Francis Adams, Jr., and Fred, L. Ames of this city, both 
directors of the Union Pacific Railroad, have returned from 
their visit to the West, which they undertook for the 
purpose of making a personal investigation into the present 
condition of the affairs of the road. Mr. Adams was called 
upon at his summer residence in Quincy yesterday to ascer- 
tain the results of his trip. He said that, asone of the direc- 
tors, he gave his attention to what might be termed the 
reorganization of theroad, and had not inquired particularly 
into any other matters relating to the present or future 
prespects of the road. It was found that the expenses of the 
road could be materially reduced, and it has been decided to 
operate the road at a much less cost than previously. Fewer 
employés will be hired, some trains will be taken off, few 
miles of new tracks laid, and a general lessening made of 
the current expenses of the road, the detailsof which have 
as yet not been made, but will be perfected at an early date. 
The decrease in the net earnings of the road during the past 
winter came from a variety of causes. One was the severity 
of the winter, which had greatly interfered with travel. 
Especially was this the case in Colorado. where the past 
winter was one of unusual rigor, making it impossible to 
operate many of the linesof the road in that statc on account 
of their being buried in the snow many feet in depth. An- 
other reason was the falling off of freights. the direct result 
of the rate war in Utah, the worst of which was over, and 
also the competition that the road now had to contend 
with. The Union Pacific, when first operated, had the ad- 
vantage of having no competing railroad, but now it has to 
conpete with the Northern Pacific, the Atchison, Topeka & 
Santa Fe, the Texas & Pacific and the Southern Pacific roads, 
the Chicago, Burlington & Quincy, and, in fact, all the roads 
running through the western section. This competition at 
first was of but minor consequence, but as the former 
different local centres of the Union Pacific were touched by 
other lines the earnings of the former road began to precep- 
tibly decrease. This competition was greatly felt in Montana 
and Idaho. Speaking of the falling off of the earnings of 
the road, Mr. Adams remarked that while in the West he was 
interviewed by a Chicago journalist, who telegraphed East 
that he (Mr Adams) had at last admitted that the earnings 
of the Union Pacific had decreased largely during the past 
year, a fact which he supposed that every one conversant 
with the difficulties under which the road labored was 
acquainted with. He thought that during the remainder of 
the year the net earnings of the road would show a favor- 
able comparison with those of last year. The passenger 
traffic was quite good, and there was a prospect of a good 
freight business at the usual rates during the remainder of 
the year. Mr. Adams was also asked in relation to the 
negotiations now pending between the Union Pacific and 
the Denver, Western & Pacific, but declined to express an 
opinion, as he was not sufficiently informed on the matter. 
Of the future of the road he was very sanguine, aud thought 
that the future outlook was very encouraging. Hedid not 
pretend to be a prophet, and he only based his opinions on 
He thought that 
the worst had been passed, and that with good manange- 
ment and the putting into execution of the measures agreed 
upon, that the road would be again prosperous. Mr. 
Adams incidentally remarked that the Western Country 
was looking very well and it was probable that the grain 
crops will be quite large.” 


Wabash, St. Louis & Pacific.—A dispatch from 
Chicago, May 28, says: ‘‘The long expected bill to put the 
Wabash, St. Louis & Pacific Railroad in the hands of a 
receiver was filed yesterday at St, Louis, and on application 
to Judge Brewer, of the United States Circuit Court, Solon 
Humphreys and Thomas E. Tutt were appointed Receivers 
under a bond for $500,000, with the usual powers of manag- 
ing the road, paying expenses, etc. To-day an auxiliary 
bill was filed here in the United States Circuit Court for the 
purpose of bringing that portion of the road in Illinois un- 
der the same jurisdiction. Judge Blodgett entered an order 
adopting the order of the St. Louis court, thus allowing the 
Receivers already appointed to control the portion of the 
road in this state. Similar bills will be filed in the other 
states through which the road runs. Wager Swayne, of 
Toledo, and H. 8. Green, of Springfield, appear for the rail- 
road company,” 








